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CATECHISM OF THE LOCOMOTIVE, 


By M. N. Forney, Mechanical Engineer. 


PART XXVII. 


ACCIDENTS TO LOCOMOTIVES. 

Question 492. What are the most serious accidents which 
may happen in running a locomotive ? 

Answer. The most serious accidents are : 

1. Collision of two trains approaching each other. 

9. Collision of a moving with a standing train. 

8. Collision of trains at the crossing of two railroads. 

4, Running a train into the opening left by an open draw- 
bridge. 

5. Escape of an engine without any one on it. 

6. Running off the track. 

7. Explosion of the boiler. 

8. Bursting or rather collapse of a flue. 

9. Blowing out of a bolt, stad or rivet from the boiler. 

10. Failure of the feed-pumps, injector or check valve. 

11. Breaking or bursting of a cylinder, cylinder-head, steam- 
chest, or steam-pipe. 

12. Breaking or getting loose of the piston or cross-head or 
bending of the piston-rod. 

13. Breaking or bending of a connecting rod or crank-pin. 

14. Breaking of a tire, wheel or axle. 

15. Breaking of a spring, spring-hanger or equalizer. 

16. Breaking of a frame. 

17. Breaking or getting loose of a part of the valve-gear. 

18. Failure of the throttle-valve. 

19. Breaking of a coupling. 


Question 498. What should be done to prevent a collision 
when two trains are approaching each other ? 

Answer. The obvious thing to do is to stop the trains as 
goon as possible, This is done by applying the brakes at once 
with all their power, and then reversing the engine, although 
it is best not to do the latter until the speed of the train is 
somewhat checked, as there is always danger of bursting the 
cylinder or breaking the cylinder-heads, piston or connections 
ifan engine is reversed suddenly at ahigh speed. Of course 
the higher the speed, the greater is the danger of injury from 
this cause, and therefore itis best, if there is time, first to 
check the speed of the train before reversing the engine. When 
the engine is reversed, the sand valves should be opened so as 
to increase the adhesion of the wheels, so that when their 
motion is reversed they may check the speed of the train as 
soon as possible. On perceiving danger ahead the order of 
procedure should be as follows : 

1, Shut the throttle-valve. 

2. If the train 1s equipped with hand brakes alone, blow the 
danger signal for thei: application, or if the train has a con- 
tinuous brake, apply it with its full force. 

8. Reverse the engine and open the throttle and the sand 
valves, 

4, If a collision is inevitable, shut the throttle-valve before 
the engines meet, because if it is left open, after the collision 
and when the speed of the train is checked, the engine, if not 
disabled, will by its own power crush through the wreck and 
thus do additional damage. 

Question 494. What should be done if a standing train 
should see another train approach it and there should be danger 
of a collision ? 

Answer, The locomotive runner of the standing train 
should start his engine in the same direction as the approach- 
ing train is running, as quickly as possible, because the shock 
of the collision will be very much lessened if both trains are 
moving in the same direction compared with what it would be 
if one was standing still. 

Question 495. What should be done to avoid a collision at a 
railroad crossing ? 

Answer, As was explained in answer to Question 475, trains 
should always come toa dead stop before crossing another 
railroad on the same level. If, however, through any means 
danger of such a collision should be incurred, then evidently 
the one train should be stopped and the other moved out of the 
Way as soon as possible. 

Question 496. How can an accident by running into the 
opening at a draw-bridge be avoided ? 

Answer, First by auways coming to a dead stop before 
reaching it, and recond by not starting again until it is abso- 
lutely certain that the draw is closed. Of course if a locomo- 
tiverunner of an approaching train finds a draw open, the 
only thing he can do is to stop as soon as possible. 

Question 497. What measures should be taken to prevent 
ee from escaping without a responsible person on 

? 





Answer. In the first place when a locomotive is left stand- 
ing the throttle-valve should always be closed and fastened, 
the cylinder cocks should also be opened so that if any 
steam leaks into the cylinders it will not accumulate there, 
but will escape, and the reverse lever should be placed in the 
center of the sector, so that if by any accident the throttle 
should be opened the engine will not start. 

Question 498. Jf a locomotive should escape, what should 
be done, and how may it be captured? 

Answer. The first thing to be done is to telegraph to the 
stations towards which the escaped engine is ruvning, either 
to keep the track clear, or, if there is a train approaching, to 
open a switch and thys let the engine run off the track, An 





escaped engine may be captured by a swifter engine following 
it, but this is always attended with great danger, as the first 
engine may leave the track or become wrecked. A safer plan 
is to telegraph ahead of the escaped engine and have an 
engine placed in a position where the track can be seen for a 
long distance in the direction in which the runaway 1s ex- 
pected. As soon as the latter comes in sight, the waiting 
engine should start in the same direction, so that when they 
get near to each other they will both be running in the same 
direction anil at nearly the same speed. By regulating the 
speed of the front engine, the following one may be allowed to 
come up to it quite gently, and then a man can easily climb 
from the one engine to the other, and thus both be stopped. 

Question 499. What should be done in case an engine gels 
off the track ? 

Answer, The first thing to do is to close the throttle-valve 
and “signal for brakes,”* or apply the continuous brakes if 
the train is equipped with them, and then reverse the engine, 
If its position after it stops is much inclined, it is generally 
necessary to draw the fire to prevent injury to the heating- 
surface, a part of which is then usually exposed to the steam, 
and therefore not covered with water. 

Question 500. How is a locomotive replaced on the track 
in case it gets off ? 

Answer. It is impossible to give any directions for replacing 
locomotives on the track which will meet the great variety of 
circumstances which occur in practice. If the engine has not 
run far from the rails, it can usually be run on again by plac- 
ing blocks of wood under the wheels and thus ruuning them 
up to their proper position, but if the engine falls on its side 
or rune down an embankment, it is usually necessary to send 
for the appliances which are now provided on nearly all roads 
for removing wrecks and replacing engines en the track. 
These appliances are generally stored in what is called a 
wrecking or tool car, -vhich is placed at a convenient point on 
the road from which it can be sent to any place where its ser- 
vices are likely to be needed. Such cars are generally pro- 
vided with ropes, jack-screws, chains, crowbars, levers, etc., 
to be used in such cases, and generally a special set of meu is 
sent with the wrecking car to direct and assist in replacing 
engines and cars on the track. It would lead us too far to de- 
scribe all the methods of doing this employed under various 
circumstances ; and us such work seldom forms part of the 
duties of a locomotive runner, a complete description would 
be out of place here. 


Question 501, After an accident which disables the engine, 
what is the first thing to do ? 

Answer. The first thing to do is always to “protect the 
train ;” that is, to send out signal menin each direction to 
stop approaching trains ; otherwise they might run into the 
wrecked train, and thus cause a double accident. 

Question 502. What is the chief cause of boiler explosions ? 

Answer, The cause of all boiler explosions, as happily ex- 
pressed by a prominent American engineer,t is THAT THE 
PRESSURE INSIDE THE BOILER I8 GREATER THAN THE STRENGTH 
OF THE MATERIAL OUTSIDE TO RESIST THAT PRESSURE. This 
may occur in two ways: first, and most frequently with loco- 
motives, from insufficient strength of the boiler to bear the 
ordinary working pressure ; and second, from the gradual in- 
crease of heat and pressure until the latter is greater than the 
boiler was calculated to bear, 

Insufficient strength may be due: 1, to defects of the origi- 
nal design, owing to the ignorance of the strains to which the 
material of the boiler will be exposed and its power of resis- 
tance; 2, to defective workmanship and material, which can 
usually be discovered by careful inspection; 3, to the reduction 
of the original strength of the boiler by ordinary wear and tear 
or neglect, which can also usually be discovered by careful in- 
spection. 

The first two causes have been fully discussed in the part 
relating to boiler construction, and the last under the head of 
inspection of locomotives. 

Over-pressure is nearly always due to some defect of the 
safety-valve, or to the fact that it is overloaded, This latter 
often occurs when safety-valves are set by a defective steam 
gauge, which indicates too little pressure, Over-pressure 
may also occur by letting an engine stand alone with a large 
fire in its fire-box and possibly with the blower turned on. 

A boiler may, by suddenly opening the throttle-valve, un- 
doubtedly be subjected to very severe strain that may pos- 
sibly be sufficient to cause its destruction even though it had 
sufficient strength to bear the ordinary pressure at which the 
safety-valve blows off. Suddenly opening or closing the throt- 
tle valve may produce a violent rush of steam and water 
against the part of the boiler whence the steam is drawn. 
The percussion of the water and steam in such cases has been 
known to shake the whole boiler, and to lift the safety-valve 
momentarily right off its seat.t The weakest parts of a loco- 
motive are the two sides where the barrel joins the outside fire- 
box. Many boilers, especially those with a high wagon-top, 
have flat spaces at this point, which it is impossible to stay 
properly. It is at this point too that the expansion and con- 
traction of the tubes and the outside shell exert their greatest 
strains, and it will therefore be found, generally, that the 
seams at this point begin to leak before any others, and for 
these reasons it is believed that all the seams which join the 
outside shell of the fire-box to the barrel should be double- 
riveted. 

The practice of ascribing steam-boiler explosions to obscure 
causes has been productive of much mischief, as it engenders 
a carelessness on the part of those having charge of them, 
who have been led to believe that no amount of care will avail 
against the mysterious agents at work within the boiler, Ex- 
plosions are also, in the absence of other convenient reasons, 





” * This expression means, among railroad men, to signal to brake- 
men by blowing the whistle to have them apply the brakes. 


¢ See Fifth Annual Report of the American Master Mechanics’ Asso- 
ciation, page 196, 


tWilson on Boiler Construction, 


very generally attributed to shortness of water. This is often 
nothing more then a convenient method of shifting the re- 
sponsibility from the builder or owner of the locomotive to the 
runner or fireman, who, if not killed by the explosion, in many 
cases might just as well be, so far as is ability to defend hiw- 
self is concerned.§ 

Question 503. What should a locomotive runner and fireman 
do to avoid and prevent explosions ? 

Answer. 1, The height of the water in the boiler should 

always be maintained s0 as to cover the heating surfaces. 2, 
The boiler should be kept as clean, that is, as free from scale, 
mud and other impurities, as possible, 8, It should never be 
subjected to strains from sudden heating or cooling, 4, Tho 
steam-gauge and safety-valves should be examined and tested 
frequently, to be sure they are in order; and 5, they should 
examine every part of the boiler which is aceessible, but espec- 
ially the stay-bolts, to see that there is no fracture of any part 
or any injurious corrosion or other dangerous defect, 
Question 504. What should be done in case of the bursting 
or collapse of a tube ? 
Answer, As soon as possible after it occurs, the runncr 
must stop the train, and close first the end of the flue in the 
fire-box and then that in the smoke-box, by driving in iron 
plugs, which are usually provided for the purpose. There 
plugs are attached to the end of a bar, with which they are in- 
serted into the tubes. If the escape of water and steam from 
the tube is so great as to make it difficult to see the end of the 
tube, the steam may sometimes be drawn up the chimney by 
starting the blower. If, however, the escape is sv great as to 
make it impossible to insert the plug, then the steam pres 
ure must be reduced by running with both pumps on, or by 
starting the injector; or it may be necessary to draw the fire 
and cool off the engine. When a flue collapses the front end 
of which is behind the steam or pe'ticoat pipes, i is usually 
necessary to cool off the engine before a plug can be inserted, 
especially if any considerable t of water and steam 
escape trom it. While driving in the plug, the runner and fire. 
man should always keep themselves in such positions that the 
plug cannot hit them in case it is blown out by the steam. If 
the engine is not supplied with iron flue-plugs, a wooden plug 
can be cut of the proper size and driven in. This can be ate 
tached to the bar referred to and inserted; but if no such bor 
is carried with the engine, the wooden plug can be made on 
the end of along pole and then cut nearly off. It is then in- 
serted into the flue and driven in and broken off, It will be 
found that such plugs will burn off even with the end of the 
flue, but will not burn entirely out. 

Question 505. What should be done in case a bolt, stud or 
rivet blows out of the boiler and thus allows the steam or hot 
water to escape ? 

Answer, If it is accessible, cut a plug on the end of a long 
pole and drive it in in the same way as described above. This 
will avoid the necessity of cooling off the engine; but in some 
cases it will be found that a plug cannot be inserted or driven 
in without drawing the fire and cooling off the boiler. 

Question 506, In oftse it is found necessary to draw the fire 
and cool off the boilér, and if so much water has escaped as to 
uncover the crown plate, what must be done ? 

Answer. If the teak has been stopped or the fault remedied, 
one of the safety-valves should be taken off and water poured 
into the boiler with pails or buckets through the opening left 
by the removal of the safety-valve until the crown shect is 
covered. The fire may then be kindled again and the engine 
complete its journey. When bituminous coal is used for fuel, 
the necessity for drawing the fire in case of accident may often 
be avoidei by completely covering or ‘‘ banking” the fire with 
fine coal which has been wet and closing the dampers and 
open’ 1g the furnace door, although the latter should nothe 
done atil the boiler is somewhat cooled, In this way the 
fire may be smothered and the boiler cooled without putting 
the fire out. so that after the defect is remedied it will not be 
necessary to rekindle it, 

Question 507. What must be done in case of the failure of 
one or both of the feed pumps or of the injector or check- 
valve ? 

Answer, Ifone of the pumps fails the other one may be 
used, but the defect or obstruction to the first should be reme- 
died as soon as possible, because the second may also fail. It 
will then be necessary to depend upon the injector alone, if 
there is one, for feeding the boiler. Only after all the ap- 
plianees for feeding the boiler have failed and the water is so 
low as to bein danger of exposing the crown-sheet should the 
fire be drawn or banked, and the runner should then at once 
give the proper signals for warning and the protection ofhis 
train, and if he is unable to repair the pumps or injector, he 
must send for aid to the nearest accessible point, 

Question 508. In case a pump fails, how should it be em 
amined in order to discover the degect ? 

Answer, As explained in the answer to Question 448, the 
working of a pump is usually indicated by the stream which 
escapes from the pet-cock. If when this is opened steam and 
water escape, it is an indication that the check valve is not 
working properly, When this occurs hot water will escape if 
the pet-cock is opened when the engine is standing still, but 
the pump may still feed the boiler if the upper or pressure 
valve works properly. When the check valve does not work as 
it should, it is also indicated by the heating of the feed-pipe, 
owing to the escape of hot water from the boiler through the 
check valve when the pet-cock is opened. If when the plunger 
is drawn out of the pump air is sucked in through the open 
try-cock, then the upper or pressure valve of the pump does 
not work, but the working of the pump may still be secured by 
the working of the check valve ; but if the pump, air-chamber 
and feed-pipe then get filled with air the plunger may com- 
press this air at each stroke, and as it can then follow the 
plunger during its outward stroke, the latter will not suck 
water, but will simply compress the air during the inward 











§ Wilson on Boiler Construction. 
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stroke, which will then expand during the outward stroke. 
This will be indicated by the escape ot air trom the pet-cock 
when the plunger is moving inward, and. the suction of air 
when the plunger is moving outward. This can be known by 
holding the hand in front of the pet-cock. If air escapes from 
the pet-cock during the inward stroke of the plunger, but 
none is sucked in during the outward stroke, it shows that 
there is a leak somewhere in the pump or pipes, and that it is 
pumping air instead of water. The leak may be in the stuffing- 
box of the plunger, the joints of the pump or pipes, in the 
hose or their connections with the supply pipe or tender, If 
neither air nor water escapes from the pet-cock during the in- 
ward stroke of the pump plunger, or, if the stream of water 
at that time is weak, then it indicates that the suc- 
tion or lower valve of the pump is not work- 
ing properly. The same thing will occur if the pipe, 
pump or tender valve are obstructed. If there is a 
cock, a8 there always should be, just above the suction valve, 
it will aid us very much to discover the fault when the pump 
will not work. If when this cock 1s opened cold water escapes 
from it, the fault is in the suction valve; if hot water, then it 
is the pressure and check valves which are leaky, obstructed 
or brokev, and consequently the hot water from the boiler 
leaks back into the pump. In the absence of such a cock, the 
fault can often be ciscovered by feeling the pump barrel with 
the hand. If the pump cannot be made to work, and the fault 
is found to be in the lower valve, it must be taken out and ex- 
amined; or if the fault is in the pipes, it can usually be easily 
remedied. If the pipes are burst with only a small fracture, 
it can usually be remedied by covering the aperture with can- 
vas or rubber and wrapping twine around it tightly. The up- 
per valveof a pump must, however, never be taken down with- 
out first being sure that the check valve is tight, because if it 
is not the person will be liable to be scal.ied in taking the 
pump apart. } 

- Directions for managing an injector, and also for taking care 
of pumps in cold weather have already been given in the an- 
swers to Questions 188 and 491. 

Question 509. What*should be done in case of the breaking 
or bursting of a cylinder or cylinder-head ? 

Answer. The main connecting rod must be taken down on 
that side of the engine. The piston should then be moved to 
the front or back end of the cylinder and wooden blocks be 
placed between the guides so as to fill up the space between 
the cross-head and the end of the guide-bars and thus prevent 
the crose-head and piston from moving. The valve stem 
should then be disconnected from the rocker, and the valve 
moved to the middle of the valve face, so as to cover up both 
steam-ports. It must then be fastened in that position by 
screwing up one of the bolts of the stuffing-box of the valve 
stem, so as to make the gland bind against the valve stem. 
The train should then be run cautiously to the next station 
with the use of one cylinder. If the engine is not able 
to haul the train witk one cylinder, then it should be uncou- 
pled from the train and run to the firstéelegraph station or 
other point where the aid of a helping engiiie can be obtained 
or telegraphed for. In the meanwhile the train must be pro- 
tected by the proper signals. Should the engine continue its 
journey with one cylinder, it must be started, if it should hap- 
pen to be standing at the dead point, by pushing or by means 
of crow-bars. In so doing, however, the bars should not be 
put between the spokes of the wheels, as they may easily be 
caught in the wheels when the engine starts, and in this way 
the spokes be broken or the persons who are using the crow- 
bars be badly hurt. 

Question 510. What must be done in case a steam-chest or 
steam-pipe ts broken ? 

Answer. If a steam-chest is broken a block of wood should 
be bolted over the mouth of the steam passage, so as to pre- 
vent the escape of the steam from the steam-pipe on that side. 
It will sometimes require considerable ingenuity to devise 
means of fastening such a block or blocks of wood so as to 
cover the mouth of the steam passage. As cylinders are now 
usually made, the blocks can be fastened by cutting them to 
the proper form and size, and then placing a thick block on 
top, and bolting the steam-chest cover down on top of it. If 
the cover is broken, a part of it may be used or a piece of plank 
with a few holes bored into it be employed instead. In some 
cases a piece of board can be bolted over the end of the steam- 
pipe. When the latter is broken, it should be taken down and 
a piece of board or plank bolted over the opening of the T-pipe 
to which the steam-pipe was attached. The engine can then 
be run with one cylinder as before, although usually in such 
cases it is not necessary to disconnect any other parts than the 
valve stem. 

Question 511. What must be done if a piston, cross-head, 
conneoting-rod or crank-pin is broken or bent ? 

Answer, If the piston, cross-head or main connecting-rod is 
broken, the same course must be pursued as when a cylinder 
is broken, If ja coupling-rod or a crank-pin of a trailing wheel 
is broken, then it is necessary to take down both the coupling- 
rods, but not to disconnect the main connecting-rods or their 
attachments, unless they are injured. 

Question 512. If one coupling-rod is broken or taken down, 
why mustthe other be taken down also? 

Answer. Because if only one rod is used there is then 
nothing to help the cranks past the dead-points, so that if they 
are moving slowly when they reach these points they are quite 
as likely to revolve in one direction as the other. If they hap- 
pen to turn in the reverse direction to that in which the wheels 
to which they are coupled are moving, then the crank-pins of 
one or the other pair of wheels are very liable to be broken or 
bent. 

Question 518, What must be done if a driving-wheel tire or 
driving-azle breaks ? 

Answer. If a tireon a main driving-wheel or the wheel 
itself breaks, the driving box of the broken wheel or tire 
should be held up by putting a wooden block under the box. 





An ordinary American engine can then be run on three driv- 
ing-wheels, but it must be run with the utmost caution. If 
the engine has more than four driving-wheels, there is usually 
less difficulty in running it, if one of the main wheels is injured, 
than if there are only four. But it is almost impossible to 
give directious which will be applicable to all the accidents of 
this kind that may occur to different kinds of engines. If 
none of the connecting-rods, crank-pins or crank-pin bosses 
are injured, it is not necessary to disconnect either side, but 
if the injury is of such a nature that the coupling-rod must 
be taken down on one side, the one en the other side must be 
taken down too. If the main crank-pin and connecting-rod 
are not disabled, both cylinders may be used even if one of 
the main wheels or tires is broken. But even if one side of 
the engine must be entirely disconnected, the engine may still 
be run with one cylinder and by driving one wheel. Ifa main 
axle breaks the engine can usuaily be run, but great caution 
must be exercised, In such cases, however, if assista :ce or a 
telegraph office is near where the accident occurs, it is usually 
best to send for assistance at once, rather than teke the 
risks which attend the attempt to run an engine so seriously 
injured. 

Question 514. What must be done when a trailing or leading 
driving-wheel, tire or axle breaks ? 

Answer, Very much the same course must be pursued as 
was described in the previous answer, although it is generally 
less difficult to run with a trailing or leading axle broken than 
it is when the main axle has met with such an accident. 

Question 515. What must be done if an engine-truck wheel or 
axle breaks ? 

Answer, It is usually best to chain up the end of the truck 
frame over the broken axle or wheel to the engine frame and 
place a cross-tie across the other end of the truck frame be- 
tween it and the engine frame, so that the weight of the en- 
gine may rest on the cross-tie. If a part of the flange or a 
piece of the wheel is broken out, the wheels sould be turned 
around so that the unbroken part will rest on the rail, and 
they should then be chained or otherwise fastened so that 
they cannot revolve, and thus be made to slide on the rails 
and carry the weight of the engine in that way. The same 
plan is employed if a tender wheel breaks, but one end of a 
tender-truck frame must be chained up. It is usually neces- 
sary to place a cross-tie across the top of the tender, and 
fasten the chains to it. 

Question 516. What must be done in case a driving-spring, 
spring-hanger or equalizing-lever breaks ? 

Answer, As the breaking of a spring or spring-hanger may 
cause a more serious accident, the engine and train should be 
stopped as soon as possible after it occurs, If the hanger is 
broken and there is a duplicate on hand, it should be substi- 
tuted in place of the broken one, If there is no duplicate, 
then the spring should be taken down, and a wooden block be 
placed between the top of the driving-box and the frame to 
support the weight which before rested on the spring. In 
order to insert this block, if it is a front spring which is 
broken, it is usually best to raise the engine with jack-screws 
or run the back wheels on inclined blocks of wood placed un- 
der each of the back wheels, This raises the weight off of the 
front wheels, and the block can then be inserted between the 
box and frame, If it is one of the springs over the back 
wheels which is broken, the front wheels should be run on the 
wooden wedges, Such wedges can soon be cut out of a cross 
tie with an axe, or by sawing a square stick of wood diagonally 
it will make two such wedges, The end of the equalizing lever 
next to the broken spring must be supported by inserting a 
piece of wood under it. This will usually be held securely by 
the weight which is suspended trom the opposite end bearing 
the blocked end down on the block. 

Question 517. What should be done if an engine truck or 
tender-spring breaks ? 

Answer, Very much the same course must be pursued that 
is employed when a driving-spring breaks, excepting that 
usually the weight can be lifted off from a truck-box easier by 
placing a jack under the end of the truck-frame than by the 
method described. Usually, too, each of the truck-springs 
supports the weight on two of the wheels, so that the two 
boxes must be blocked up. 

Question 518. What must be done in case the engine-frame 
is broken ? 

Answer, Usually very tittle more need be done than to ex- 
ercise more than usual caution in running, and to reduce the 
speed. Of course the breakage of a frame may disable the en- 
gine, but ordinarily in such accidents that is not the case. 


Question 519, How can it be known if an eccentric has slipped 
on the azle ? 


Answer, It is indicated at once by the irregular sound of 
the exhaust, or, as locomotive runners say, the engine will be 
** lame.” 

Question 520, When it is known that an eccentric has slipped, 
how can it be learned which is the one that is misplaced ? 

Answer. This can usually be learned by examining the marks 
which should always be made on the eccentrics and on the 
axles. If no such marks have been made by the builder of the 
engine, the runner himsclf should make them, after the valves 
have been set correctly. If, however, there are no marks by 
which he can tell, he should place the crank on one side in one 
of the dead points, and open the cylinder cocks ; then admita 
little steam to the cylinder, by opening the throttle-valve 
slightly, and throw the reverse lever from full gear forward to 
full gear backward, and observe whether steam escapes all the 
time from the end of the cylinder at which the piston stands. 
Then repeat the operation with the crank at the other dead- 
point. If either of the eccentrics has slipped, it will cause the 
valve to cover the steam-port either at the front or back end 
of the cylinder, so that no steam will escape from the cock at 
that end. If the eccentrics are both set right, the valve will 
have more or less lead when the crank is at each of the dead- 
points, with the reverse lever in any position. If either of the 
eccentrics has slipped, then the valve will have no lead at one 


of the dead-points of the crank, when the slipped eccentric is 
in gear. If, therefore, itis found that there is no lead to the 
valve when the forward eccentric is in gear, then it indicates 
that the forward eccentric has slipped, or if no steam escapes 
when the link is in back gear, that the back eccentric is dis- 
placed. It must be remembered that when an eccentric slips 
it increases the lead atone end and diminishes it at the other, 
so that to discover the fanlt the valves must be tested at each 
of the dead-points. The valves on each side of the engine can, 
of course, be tested in the same way. 


QuEsSTION 521, When it is discovered which eccentric has 
slipped, how should it be reset ? 

Answer. It it has been marked, it is simply turned back so 
that the marks correspond with each other again. This is 
done by first loosening the set-screws, and, after the eccentric 
is turned to the proper place, tightening them up again, 
When an eccentric slips itis often caused by the cutting of 
the eccentric-straps, valve or other part of the valve-gear, so 
that these should always be examined to see whether they are 
properly oiled. If the eccentrics have not been marked, the 
valve may be set by placing the crank at the forward dead- 
point, and the reverse lever in the front notch of the sector 
and the full part of the forward-motion eccentric above the 
axle. Then admit a little steam into the steam-chest, open 
the cylinder cocks, and move the forward-motion eccentric 
slowly forward until steam escapes from the front cylinder 
cock, which will show that the steam port is opened and the 
valve has some lead. To set the backward-motion eccentric 
the crank is placed in the same position, but the reverse lever 
is thrown into the back notch and the full part of the eccen- 
tric is placed below the axle. Then move this eccentric for- 
ward urtil steam escapes from the front cylinder cock as 
before. In order to verify the position of the eccentrics the 
crank may be placed at the back dead-point and the reverse 
lever moved backward and forward, at the same time observ 
ing whether steam escapes from the back cylinder cock when 
the link is in back and forward gear. 

Question 522. What should be done in case an eccentric-strap 
or rod, or rocker arm or shaft, or the valve-siem breaks ? 

Answer. If an eccentric-strap or rod breaks, the broken rod 
and strap should be taken down, and the valve-stem discon- 
nected from the rocker and the valve fastened in the middle 
position of the valve face, and the engine should be run with 
one cylinder only, The same course must usually be pursued 
if a rocker breaks. If the valve-stem breaks, it is not neces- 
sary to disconnect the link and eccentric-rods, but simply to 
fasten the valve in the center of the valve face. 

Question 523. If a link hanger or saddle, or a lifting arm 
should break, what may be done ? 

Answer. The valve-gear may be used on that side of the 
engine by putting a wooden block in the link slot above the 
link block, so as to support the link near the position at which 
it works the valve full stroke forward. Of course the engine 
can then be run in only one direction, and should therefore 
be run with the utmost caution. If, however, it should be 
necessary to back the train on a side-track, it can be done by 
taking out the wooden block and substituting a longer one, 
so that the link will be supported in a position near that at 
which it works the valve full stroke backward. These blocks 
must be fastened in some way, either with rope or twine, so 
that they will be held in their position when the engine is at 
work, 

Question 524, If the lifting shaft itse;f or its vertical arm, 
the reverse lever or rod, should break, what can be done ? 

Answer, If it is impossible to devise any temporary substi- 
tute or method of mending them, both links can be blocked 
up as described above. 

Question 525. In case the throttle-valve should fail, what 
should be done? 

Answer. If such an accident occurs, especially if it happens 
about a station, it is attended with great danger. [If it is 
found that steam cannot be shut off from the cylinders with 
the throttle-valve, then the reverse lever should be placed in 
the middle of the sector. If this does not prevent the engine 
from moving, the reverse lever should be alternately thrown 
into the forward and then into back gear, and at the same 
time every aperture, such as the safety-valve aud heater cocks, 
should be opened, and every means be taken to cool the boiler 
as quickly as possible. The fireman should open the furnace 
door, close the ash-pan, dampers, and start the blower so as 
to draw a strong current of cold air into the furnace and 
through the tubes. At the same time the injector should be 
started and the fire drawn as quickly as possible. After the 
boiler is cooled, the cover of the steam-dome may be removed 
and the valve examined if the defect cannot be discovered in 
any other way. Of course if the accident occurs on the open 
road, the train must be at once protected by sending out sig- 
nals in each direction. 


Question 526. What must be done in case a coupling 
breaks ? 

Answer. When a coupling between the cars or tender 
breaks, if the front end of the train is immediately stopped, 
there will be danger that the back end of it, which is broken 
loose, will run into the front end, and thus do great damage. 
As it always occurs when a coupling breaks that the signal 
bell in the cab is rung, the first impulse of a runner under 
such circumstances is to stop the engine. He should, how- 
ever, be careful not to do so if on shutting off steam he finds 
that the train has broken in two, but should at once open the 
throttle in order to get the front end of the train out of the 
way of the rear end. The ease with which the speed of # train 
is arrested with continuous brakes has increased the danger 
of accident from this cause. Usually a runner learns by the 
the sudden start of the engine that the train has separated, 
and when that occurs he should never apply the brakes. ; 

Question 527. If from any cause the supply of water the 
tender becomes exhausted, what must be done ? 





Answer, It is best, if it can be done without risk of injury 
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to the engine, to run the train on a side-track and then draw 
the fire. If no water can be obtained near enough to supply 
the tender with buckets, help must be send for; but if there is 
a well, stream or pond of water near, the tender can be partly 
filled by carrying water. 

Question 528. In case an engine becomes blockaded in a 
snow storm with plenty of fuel, but runs out of water, what can 
be done? 

Answer. Snow should be shoveled into the tender and 
steam admitted through the heater cocks so as to melt the 
snow. 

Question 529. If a locomotive without an injector should be 
obstructed in a snow storm or in any other way so that it could 
not move and therefore could not work the pumps, what should 
be done in case the water in the bouer should get low ? 

Answer, The weight of the engine should be lifted off from 
the main driving-wheels and the coupling-rods disconnected 
from the main crank-pins, so that the main wheels can turn 
without moving the engine. These can then be run and the 
pumps thus be worked. The weight can usually be most con- 
veniently taken off from the main wheels by running the trail- 
ing wheels on wooden blocks, and thus raising up the back 
end of the engine. 

Question 530. If it is impossible, in a snow storm or in 
very cold weather, to keep steam in the boiler without danger, 
what should be done ? 

Answer. Draw the fire, blow all the water out of the boiler, 
empty the tanks, disconnect the hose and slacken up the 
joints in the pumps and injector so that all the water in them 
can escape, and thus prevent them from freezing up. 
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Crossing Signals. 





To THE EpITOR OF THE RAILROAD GAZETTE: 

In your issue of August 15 an article on “ Railway Signals” 
is submitted for the consideration of those interested, Asa 
locomotive engineer of a number of years’ experience, I lay 
some claim to the aforesaid consideration, 

There is not the slightest difficulty in trains passing cross 
ings if they are manipulated simply by “ball or no ball,” which 
can be operated for $1,000 per year, where it takes two per- 
sons, or for « less sum when only one is employed, There are 
on the Susquehanna Division of the Erie road nine balls and 
two bridges operated by arms on each end by a watchman in 
the middle of the bridge, and these signals are considered a 
sure guarantee against accident, and are virtually so. Indeed 
there is only one objection to them (the balls)~in foggy 
weather. I have once in about ten years’ running had to send 
my fireman ahead to climb the pole to make sure the ball was 
not up, 

This thing of stopping heavy trains at every crossing, or 
indeed any trains, is all bosh, and an insult to the intelligence 
of men who have brains enough to run a locomo?ive. That 
Michigan affair would have been avoided by the Erie system: 
if when one or both engines had whistled for the crossing the 
signal-man had run up the ball or had left it down, then either 
the one or the other would have had the road and would have 
immediately known it, and the opposite party would have 
given his whole attention to stopping his train and would 
have had no other “impression” in his mind. On a prairie 
road an engineer told me he was running once, and there was 
nothing to tell when he was approaching a crossing but a pile 
of fence boards for a long while. One foggy night he watched 
anxiously for the boards when, “rumble” he went over the 
crossing at 25 miles per hour. The boards had been moved. 
Proper signals operated from a central point, 500 feet each way 
on each road (the pivoted arms with two lamps on to show 
position—horizontal for one and dropped down for the other), 
and warning posts that will not run away into a fence as the 
boards did, are all that is required to make crossing places 
perfectly safe on prairie. The idea of issuing orders to com- 
pel an engineer to bring his train toa dead stop opposite a 
certain post never can or will be lived up to until the air or 
some other equally good brake is applied to every car in the 


Net 
Now this idea of the watchman coming up to pilot the engi- 


heer over the crossing is particularly rich, Supposing two 
double-track roads cross, four trains arrive at a time; four 


men would have to be employed at a time, or the last one wait a 


almost indefinitely to cross. This matter will be plain to any 
practical railroad man. “ Official theory” looks very fine to 
tome people, but let them figure up the expense of all these 
things and then the point will be plainer. “Simplicity is rail- 
road economy as well as domestic economy.” The starting of 
heavy trains is a costly affair, and nobody deprecates the 
foolishness of unnecessary stops so much as the engineeer, 
who sometimes takes out a drawhead in starting, in 
his impatience at unnecessary delay. “The less delays 
wains have, the more uniform will be the speed,” 
1 Suspect one reason that some roads are everlastingly get- 
ting into trouble with trains 1s because they make changes 
in engineers too often, either through changes in their superior 
officers or other causes. Engineers as a class have a greager 
care and responsibility on their minds than is realized by offi- 
generally, and reprimands and punishments are often 
Xcess of the offence, and have an effect many times quite 
contrary from what isintended. A simple letter of rep- 
timand to an engineer of sufficient intelligence to appreciate 
it will effect more than to suspend him from duty for two or 
four weeks, Any one can take the question home and try to 
© how it would work in his case. 
Twill not take further space except to note that at a blind 
*rossing something like the semaphores, so as to make the 
of a heavy train easy by giving the engineer sufficient 
is good. The article marked (b) is sound, and with 
crossing at grade governed by ball or no ball, 





the judgment of the best class of locomotive engineers is all 
that is required for safety. An Enis ENGINEER. 
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Hydraulic Machinery. 








To THe Eprror or THE RAILRoaD GAZETTE: 

Many of your readers, if not all of them, are aware of the im- 
portant advances made in the introduction of hydraulic 
machinery, for many of the simpler uses or needs of the 
machine shop, or the boiler shop, and to those who are not 
thus informed it may fairly be said that this adaptation of a 
means 80 simple and yet so eftective for transmitting power is 
worthy of careful attention. 

It may also fairly be said that even though tu many of your 
readers such devices or appliances present no features of value 
in their own particular field of duty, yet they deserve carefu) 
notice as containing the elements of usefulness, perhaps in 
some direction not at all apparent at first sight. 

One of these appliances is the hydraulic rivetting machine 
which is particularly worthy of attention now that so great 
care is required of our boiler-makers in working up our already 
very perfect iron and steel plates. 

Another quite new device is the three-cylinder engine, which 
may be run by water pressure, and which gives a motion al- 
most like that of a pertect rotary engine, but with this dif- 
ference that the three-cylinder engine seems likely to prove as 
durable in all its parts as the best of our engines of common 
form, which is more than can be said for any rotary engine. 

It seems quite a fair question whether in designing a new 
boiler shop, or in re-arranging an old one, it would not be a 
wise economy to use hydraulic power quite exclusively, since 
for all the machines in whicha reciprocating motion is re- 
quired, it is quite practicahle to get well approved hydraulic 
machinery and an engine that bids fair to become well ap- 
proved at an early day for the bending rolls and other similar 
uses. PITTSBURGH. 





ANNUAL REPORTS. 


East Tennessee, Virginia & Georgia. 

This company owns a line from Bristol, Tenn., southwest t> 
Chattanooga, 242 miles, with a branch from Cleveland, Tenn., 
25 miles east of Chattanooga, south to Dalton, Ga., 27 miles, 
making 269 miles in all. ; 

The property is represented by the following securities: 


Stock and stock scrip gel og MS cécs se.’ codcccte eos + $1,968,274 
Funded debt ($15,632 per O)occcccccvccescscccs seosccce. & 204,900 
Total ($21,949 per mile)..........++006 Sdvcsveccsssces $6,173,174 


There has been no material change in the capital account 
during the year. There is no flosting debt and the items of 
bills receivable for the sales of the Western North Carolina 
and Rogersville & Jefferson roads, and the cost of the Cincinva- 
ti, Cumberland Gap & Charleston road amount to $456,659.80. 
There has been no material change in the condition of or in 
the relations with connecting roads. The Alabama & Chatta- 
nooga, and the Selma, Rome & Dalton, remain in litigation 
and give this road very little business. The Morristown and 
North Carolina connection remainain about the same condi- 
tion as a year ago, except that the board of directors, through 
the President, made a contract with the North Carolina Rau- 
road Company, under which it agreed to pay this company the 
amount embarked in the North Carolina connection, and exe- 
cuted its promissory notes, with interest for the same; and the 
North Carolina Railroad Company further agreed to complete 
the connection to the State Line at Paint Rock, and this com- 
y agreed to build the five or six miles from the end of the 
Morristown road to the connection at Paint Rock, and the two 
companies bound each to the other tor an equitable inter- 
change in business traffic. The execution of this agreement 
has been delayed ee on the part of some of the stock- 
holders of the North Ourolina pee 
A sale has been made of the Rogersville & Jefferson Railroad, 
during the year, for $25,000, to Major W. P. Elliott, and a lien 
retained on the road to secure the payment of the purchase 
money, 
The earnings and expenses for the year ending June 30 were 
as follows : 





1874. 1873, 
$328,812 24 $439,062 54 
- 706,408 22 856,772 44 
Other BOUTCEB......ecceceeere coos veces 15,968 56 82,523 18 
Total carnings........sseseeeeeeeees $1,111,184 02 $1,378 358 46 
Operating expenses......++-++.+++ seeses G97,408 929,148 42 
Net ecarmings ...  .ccscceccee sees ee barrie = ar ict - 
ross earnings mile.... ee ée § . ) 
q ee ete 1,538 1,670 00 





ces ceveeet 62,76 67.41 
The decrease in earnings was $267,196.67, or 19.39 per cent. ; 
in ex e8, $231,729.93, or 24.94 per cent.; and 1n net earnings, 
"436.74 or 7.89 per cent. The decrease was nearly uniform 
in through and local business. The decrease in expenses is 
due to a general reduction in salaries of employes, to a de- 
crease in renewals and to strict economy generally. 
During the year 22 miles re-rolled iron and 63,961 ties were 
used in renewals; 13% miles ballasted with broken stone; 6 
passenger and 60 freight cars rebuilt and 10 new freight cars 
added to equipments. The cost of these renewals (included 
in expenses) was $175,613.09. 
The net eainings are accounted for as follows : 


PEVESt....cccecccccceccess Ccedeccsdveceovccces sedecesece 280,007 99 
Dividends. ) weese 90 00: ecwesbee Vdeseste PPITITITIT TTT 117,761 60 
New passenger depot at Knoxville.......+sseeseserrerees , 84 

it Of WRY. «se cececcereseees PITTI TITLE TTT 893 30 
to credit of profit and 1088 ........eeceeereeeeeeeee 4,237 90 


$418,775 53 
Two dividends have been declared, each of 3 per cent., one 
of which was paid April 1, and the other will be paid October 
1, 1874. 
Oonnecticut & Passumpsic Rivers. 
This company owns a line from White River Junction, Vt. 
northward to the Canada border at Derby Line, 110 miles, aud 
it leases and operates the Massawippi Valley Railroad from 
Derby Line north to the Grand T: at Sherbrooke, P. Q., 
$5 miles, making 145 miles worked. 
The property owned is represented as follows: 






Stock ($19,777 per mile)......ssceceveccerseresresecesreess - $2,175,600 
Bonds ($8,181 per mile).......... 900,000 
Coupon notes ($5,764 per mile)...... 634,000 

Total ($33,722 per mile) .....-seeeeeesereeee cee eeeee ee $8,709,500 


The annual interest charge is $104,415, or $950 per mile. The 





& Clyde Rivers bonds and has a sinking fond amounting to 
$133,000 5 = 








The earnings and expenses for the year ending June 0 were 
as follows: 
1874. 873. 
PASRONGOTS, 06. .00 es eeee ces ceee veeee $287,488 27 $287,110 53 
Brith, «20 ++ eevnn none Loasshtees 445,760 69 484.065 43 
RRSP COUTORS . 20. cccccccercddbsUUcceee 38,653 49 31,682 33 
Total earnings............ Wecccecce $771,902 35 $820,839 29 
Operating expenses...........0seeeeees 499,112 10 540,564 02 
Net earmings........00ee.ceeeeeees «e+ $272,790 25 275 27 
Borutngs pie uuihs bdrekec ese 323 -_ 






Net earnings per mile... ° 1,881 1,809 
Per cent. of expenses.... ° 64.66 67.33 


The decrease in gross earnings was $30,936.94, or 3.85 per 
cent.; the decrease in expenses, $41.451.92, or 7.67 per cent. ; 
the increase in net earnings, $10,514.98, or 4,01 per cent, 

The work of the year was as follows : 






1874. 1873, 
Train mileage, ... co. ccccescccsecescecees 458,662 608,829 
Passengers varried...... ee 193,529 182,280 
Passenger mileage... - 6,736,788 6,153,567 
Tons of freicht carrie. 343 


‘ - 163, 
Tonnage mileage........ . 9,722,187 





11,209,627 
‘Lhe increase in passenger str was 9.48 per cent., and 
the decrease in tonnage mileage 13,27 per cent, 
The income account is as follows : 
Balance from last year..... bodddoccocccdicdesddoveubdes doce $118 64 
Not earnings............++ oveede covebreccccoeseresbessedé + 272,790 25 
$272,908 79 
Interest on bonds and notes and balance interest 
ROME. coe - ~ ecorwesstbbbdsececes ces eee e $89,802 62 
Coupons on Massawippi bonds ....... ... - 26,547 80 
PUEROMOD, cccccccce - - 0000-00 cececooceneece 154 356 00 
RENE DUB cc ccs cvcvcccccccceccs covccvcccoece 8,000 
— 269,496 42 
Balance.......... scales tiiititeis iiasieeta ieee $3,412 37 


During the year 843 tons new rails and 51,420 new ties were 
used, and 6,945 rails taken up, repaired and reiaid, Nearly all 
the vm ts were thoroughly repaired. ‘The equipment was 
increased by one engine, two passenger cars and 17 road or 
service cars, and a number of cars were rebuilt, 


Kansas Pacific. 


This company owns a line from Kansas City, Mo., westward 
to Denver, Col,, 638 miles, with a branch from Lawrence, Kan., 
to Leavenworth, 34 miles, a total of 672 miles. It owns a con- 
trolling interest in the Denver Pucific, from Denver, Col., to 
Cheyenne, 106 miles; the Denver & Boulder Valley, from 
Hughes, Col., to Boulder, 27 miles; the Arkansas Valley, from 
Carson, Col., to West Las Animas, 56 miles; and the Junction 
City & Fort Kearney, Junction City, Kan., to Cluy Center, 34 
miles; a total of 223 miles. The accounts of these lines are 
kept separately, 

The property owned 18 re} resented as follows ; 

Stock ($14,420 per Mile)........sscecseereeeerceesreveceees + $9,689,960 
Fanded debt ($31 411 ner mile).... 


soso |)! Rdeboced 21,108,100 
Government subsidy ($9,373 per mile) .........ceseee sense 6,300, 
Total ($55,204 por ile)......s0ceceeeeecees  seeeee $37,098,050 


The changes during the year are an increase of $51,000 in 
stock and a decrease of $92,250 in funded debt, 

The following statement of resources and liabilities at the 
close of the year 1s given : 
Miscel aneous investments and assets 


st teeeeeeseee so §2,8846,398,08 
Sree peabawees oneness chneeovesens bends opentes + 155,706.82 
Material on hand..........+.++ ni «ee o Seaeneoore 216,961.56 
SS IED 00000005 000k 00090020000000800 0060.06.00 964,252.87 
Due from United States (less 50 per cent. retained)..... + 163,687.41 
Due from other roads. ... 2... ccccccccccecsecesseseeves $32,721.94 

Dated GRA. voc cccccccersccccscccens soe TTTitir $4,117,507,68 
Bills payable and loans ........«. © cececercoorcoece 2,684,365,10 
Andtéces’ checks emt, .....: epewe ceccicaetounes cvnhides co 170,627.77 
Audited accounts, pay-rolls, coupons, @te . .....6..6006 781,719.44 
DRS OD SUNOE BODES. core ccccccccccccesoeesoce scvccce » 51,093.97 
Binchan GERAD. kscccdic seisdbedccecsvcbdsscedicvovesisecs 529,861.40 

Totals... 20050 seceees $4,117,567.68 


During the year 25,423.43 acres of the land-grant were sold 
for $93,335.43. The total number of acres sold up to the close 
of the year was 833,363 for $2,403,528.91. In the Kansas Pa- 
cific trust, the trustees had, up to t e close of the year, re- 
ceived $645,888.48 and redeemed bonds to the amount of 
$248,250, There remained 1,790,174.53 acres unsold in this 
trust. In the Denver Extension trust there had been received 
$179,151.26, canceled $68,000 of bonds, and 2,967,560.98 acres 
remained unsold in the trust. 

The earnings and expenses for the year ending Decemb r 
31 were: 





1873, 1872. 
PABBENGETS ......0esereeeevereeees $1,189,703 24 $1,184,197 51 
ee SEP re eee . 2,023,062 2,197,149 21 
Miscellancous,......66 cscccereees 145,267 73 89,853 
Total ordinary business .......... $3,368,038 99 $3,471,900 62 
Government business .. .....++++ 205,265 50 262,612 56 
Total carming®.. © .csecceeceeees $3,563 209 49 $3,723,713 18 
Operating expenses,.......++++ 2,116,990 69 2,229,.65 77 
Net earnings. .........ceceeeecsees $1,446,308 90 $1,404,447 41 
Gross earnings per mile,,.........+ 5,296 00 5,533 0 
Net - TTT ET TTT et 2,149 00 2,224 00 
Per cent. of expenses ........+-.+++ 6y.41 58.66 


This shows a decrease of $160,413.69, or 4,31 per cent, in 
gross earnings; of $112,275.18, or 5.04 per cent. in expenses; and 
of $48,138.51, or 3.22 per cent. in net earnings. 

The work done was as follows: 


2 14406 2 int 0 
Train mileage.......sce0+ -ssoevceecseevece »» 2,114, 476, 

Passengers carried......6665 «. sees Sovcoves 178,661 179.302 
Passenger mileage........+++ © ereccevevpces 23,689,686 20,664,469 
‘Tons of treight carried..........6seee06 sevee 263,405 348,966 
Tonnage mileage......... povdescis ‘e0encces -» 61,987,443 72,366,307 


The increase in passenger mileage was 14.16 per cent., and 
the decrease in tonnage mileage 14.34 per cent, 

The expenditures during the year for interest on funded 
debt were $1,201,319.45; discount, interest and exchange, 
$295,858.67 ; taxes, $105,767.41; new construction and real 
estate, $68,123.10. 

Default was made in the interest on the funded debt due in 
November, 1873, Since then a proposition for an extension of 
time has been made, and so generally accepved by bond- 
holders that arrangements are being made to carry it into 
effect. 








James River. 

A convention is to meet in Buchanan, Va., September 17, to 
devise means of securing the construction of the projected 
James River RaiJroad, which is to leave the Chesapeake & Ohio 
at Clifton Forge and run thence down the valley of the James 
River to Lynchburg with, possibly, an extension from that 
place to Richmond. 


Oolumbus & Toledo. 


Some delay has occurred in securing the right of way, but 
thas nearly all been arranged and the company hopes to let 





floating debt is more than covered by money on hand and due 
and supplies on hand, The company holds ,000 Missiequoi 





*contracts for grading next month. 
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Addresses.— Business lelters should be addressed and drafts 
made payable to Taw Rartroap Gazetrz. Uommunications 
for the attention of the Hditors should be addressed Evrron 
RaILRBoaD GAZETTE. 





out ae ta enahing ur nee acvurele ond some they wil 
us our news accurale and con ey will 
send us saat ae goin ic of events which lake under 
their observ , such as changes in railroad officers, organi- 
zations and changes of companies, the letting, ess and 
con PE floncatpeoned od new works or important improve- 
of ones, experiments in the of roads 

and emeal, and wn their management, particulars as to 
the business of railroads, and estions as to ils improve- 
ment, Discussions of subjects ining to ALL DEPARTMENTS 
of railroad business by men pm pen ge with them 
are especially desired, 8 will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
and es; yy annual reports, some notice of all of which will 


Advertisements.— We wish it distinolly understood that we 


will entertain no propostion to publish anything in this jour- 
nal for , EXOEPT IN THE ADVERTISING COLUMNS. We give 
in our diilorial columns OUR OWN ah cane and those only, 
and in our news columns present only such matter as we con- 


Those who 
inventions, machi », supplies, 


financial schemes, ete., to our readers can do so fully in our 
advertising columns, but it is useless to ask us to recommend 


them editorially, either for money or in consideration of adver- 
tising patronage. 


REGULARITY IN DIVIDENDS. 


The New York Central & Hudson River Company has 
taken a step which is likely to make its stock more popu- 
lar as aninvestment for incomes, not only by deciding to 
make dividends quarterly, which is a good thing, especially 
for people who live on their income from dividends, and 
g.ves them the use of their money one half longer on 
the average, but also by declaring that the dividends shall 
be made of course; which is equivalent to saying that 
hereafter instead of requiring a vote of the board before 
paying dividends, dividends will be paid unless the board 











orders to the contrary. Of course the company will not 


be able to pay dividends unless it earns them, and it might 
be thought that this order of the board is mere blarney; 
but we think we can see a justification for it. We assume 
that it means that the board is convinced that the basis of 
the company’s business is so solid and so little liable to 
great fluctuations that it can, under almost any circum- 
stances likely to occur, pay a 2 per cent. dividend every 
quarter hereafter. And if, as is reported and is probable, 
the net earnings during this past year of panic and season 
of extraordinary dullness of business have been as great as 
last year’s, and in excess of all interest charges and the 8 
per cent. dividend, we think the board has good reason 
for such confidence. 

In this connection it is worth while to call attention to 
the desirability of so managing the affairs of dividend- 
paying railroad companies as to render their dividends 
regular and certain. Too little attention is paid in this 
country, we think, to making railroad stocks desirable as 
an investment to those who need all their income for their 
expenses. Ifa company divides all of its income during 
& prosperous year and has nothing to divide when business 
is temporarily depressed, its stock is necessarily confined 
to those who have an independent income from other 
sources. It is almost sure to ruin a poor man to touch it. 
Now the consequence of this is that such stocks are chiefly 
held in considerable blocks by capitalists, who are, though 
in a perfectly legitimate way, and in a way absolutely 
necessary with all property of fluctuating value, specula- 
tors, they hold the property in hopes of an improvement 
in its value and its price which will eventually repay them 
for their sacrifice of income meanwhile. Now there is no 
possible objection to ‘‘speculation” of this kind. It is ab- 
solutely necessary to the conduct of most kinds of busi- 
ness, But with railroad companies it has the effect men- 





tioned above, that of concentrating the holdings in the 

hands of a few capitalists, and preventing that generally 

spread and intimate knowledge of and interest in the prop- 

erty which would be felt if the stock were commonly held 

in the country through which the road runs by people who 

have but a few hundreds or thousands of dollars of capi- 

tal, and need the interest on that regularly. The unrea- 

soning and unreasonable attacks made on railroads by those 
who know nothing of them and imagine them to be, asa 
whole, a sort of magnificent booty held by robbers who 
have virtually stole them from the community, would be 
answered and silenced at the time of their origin if the 
farmers, mechanics and merchants who make them had for 
neighbors other farmers, mechanics and merchants hold- 
ing and having held for some years the shares of some 
railroad. It is easy to get credence for exaggeiated or 
baseless stories of the profits of the railroad we use if its 
owners live a great way off, in Amsterdam, London or Bos- 
ton; and the stories may hardly be denied, or denied after 
they have had their effect, and people are not ready either 
to hear or to believe the denial. We venture to say that if 
the shares of the leading Western railroads were held 
wholly or chiefly by people along their lines, and had been 
from the beginning, there would have been no possibility 
of the prevailing hostility, any more than of a general hos- 
tility between farmers and mechanics or farmers and mer- 
chants. 


Now it would not have been possible for this to have 
been the case. A new railroad is almost always and 
necessarily an uncertain investment, which can only be 
made out of capital which need not earn an immediate 
income, and so must be the property of capitalists who 
seek to increase their fortunes by it in the course of years, 
but can live without any income from it for a considerable 
period at least. Small investors who need their eight or 
ten dollars per hundred every year to pay for rent, provi- 
sions or clothing have no business with such property. 
But when a railroad company has reached that degree of 
prosperity that it has something to divide among the 
shareholders every year, then it will be an advantage to 
the community and to the railroad interest if its securities 
become a favorite investment in the country along its line; 
and to become a favorite investment great pains must be 
taken to make the dividends regular and certain. The bonds 
will be safe, of course, long before the stock; but bond- 
holders are by no means so identified with the company’s 
interests. To secure such regularity and certainty, we 
believe it to be well to consider the suggestion which we 
made last week, to provide a fund from the earnings of 
prosperous years which may serve to tide over any season 
of disaster: in a word, not to divide all the surplus earn- 
ings, if these be large, but to save something for the in- 
evitable rainy day. 


Another advantage to a company of numerous share- 
holders along its line is the constant inspection by the 
latter of its property and the conduct ofits business. The 
average shareholder is a very poor inspector, it is true, 
but he could at least see the flagrant abuses that sometimes 
occur and become notorious, and would be likely to report 
them, and, moreover, his reports would be likely to be at- 
tended to. He would not see a score of locomotives rust- 
ing on sidings all winter without grumbling; and if a con- 
tract was made to supply a hundred thousand cords of 
wood at five dollars a cord, the ruling price in that vicinity 
being three dollars, the company would be likely to hear 
of it. And, too, the company or its agents could not do 
injustice to the community, no more than the community 
to the company, without calling forth a protest from these 
shareholiers, who are at once members of the company 
and of the community also. 


It is not necessary that all or even most ofa company’s 
shares should be owned in the community which it serves 
in order to secure these desirable influences. A sprink- 
ling of shareholders among the people, and especially 
among the small capitalists, would do much to create some- 
thing like a community of feeling between the public and 
the corporation; a disposition to recognize each other's 
rights as well as duties, and to rejoice in the prosperity of 
the railroad asa part of the prosperity of the community-— 
a condition of things that rarely exists now, we fear. 

There isa tendency, and a deplorable one we are sure, 
to take advantage of seasons of temporary prosperity to in- 
flate the prices of shares. A young company with a grow- 
ing property which had before earned no more than 6 per 
cent. on its shares may during some prosperous season re- 
turn a surplus equal to 10 per cent. Now the shareholders 
may very likely make more money than in any other way 
possible by declaring sucha dividend and selling their 
shares at the inflated price caused by the impression that 
such dividends will be earned ever after. If the earnings 
fall to their old level, those of the new buyers who cannot 
hold their shares sell at a great sacrifice, and the others 
and their successors are likely to take advantage of the 
next prosperous season to sell out their shares at a high 
price. Butthis cannot last always. The preperty soon 
gets a reputation as a fluctuating one, and its average price 
is probably less than if the dividends were based on the 





earnings of a series of years instead of those of each separ- 


ate year. Moreover, the property changes hands too fre- 
quently to have a stable and economical management. If 
a portion of the surplus of the first unusually profitable 
year had been reserved, the shares would not have risen so 
high, it is true, but neither would they have fallen so low 
with the rate of dividend afterwards, andthey would have 
been held in large part permanently, and so secured a per- 
manent management. 

In its progress from a non-dividend to a dividend-paying 
condition a company has usually one and often many such 
experiences as we have noticed and regretted above. But 
when it is assured of a divisible surplus yearly, every effort 
should be made to render the dividend vertain and as regu- 
lar in amount as possible. And we believe that therc is a 
tendency in this direction which is likely to grow with the 
stability of railroad companies. 














The decision of the Supreme Court of the State of Wis- 
consin in favor of issuing an injunction to compel the 
Chicago & Northwestern and the Chicago, Milwaukee & 
St. Paul companies to obey the Potter law will compel 
these companies to reduce their rates to the schedule fixed 
by the law, after this month, and work their roads at these 
rates hereafter, unless the law should be held un- 
constitutional by the United States Circuit Court, which 
will try itscase next month, or is repealed by the next 
Legislature, which latter, we fear, is little likely to be 
done if the law is held to be constitutional. 

An examination ofthe past business of the companies 
and the effect on their receipts by the reductions made by 
the Potter law shows, we are told, that it would have re- 
duced earnings by about 25 per cent., leaving, in the case 
of one company, much less than the amount required 
to pay the interest on its bonds; in the other, 
just about enough. Now, however, the earnings 
of both companies are much smaller than usual, even at 
the old rates, so that the net earning which would have 
been produced under the law by last year’s traffic would 
have surpassed considerably those of this year. Therefore 
one certainly and both probably of these companics must 
become bankrupt, unless they can reduce their expenses 
enormously. 

This problem of the reduction of expenses, therefore, is 
now a vital one with these two companies—two of the 
greatest in the world, with an aggregate of nearly 3,000 
miles of road, though not all in the State of Wisconsin and 
affected by this law. 

If it had been the problem with these companies to ad- 
just their expenses to such rates when their roads were 
first constructed and equipped, it would have been a com- 
paratively simple one, and might perhaps have been 
solved successfully, though to the permanent disadvantage 
of the State. The price being limited, the accommodations 
could have been limited to suit it, and then the 
question would have been to provide sucha road and 
equipment as would carry passengers and freight at the 
stated rates, in any way and at any speed that might prove 
economical. Now for low speed the whole equipment, 
freight and passenger, could have been made probably 
fully one-third lighter, as is proved by the successful use 
of such light equipment at such speeds on local lines. But 
with such a reduction in the weight of equipment the 
weight of the rails and of all other superstructure could 
have been reduced and an immense saving made in the 
cost of the property, and therefore in the interest which it 
must earn, and another large saving in the current work- 
ing expenses, by the great reduction in the gross weight 
to be hauled, by the reduction of speeds and by the simpli- 
fication of traffic, either jthrough conducting passenger 
traffic in mixed trains or an approximation of the speeds 
of freight and passenger trains, which would save the great 
cost of running the former fast to keep out of the way of 
the latter. 

But this was not the problem presented to the builders 
of the Wisconsin railroads. The people wanted the ac- 
commodations customary in other States—elegant and 
costly coaches, fast speeds, frequent trains, quick deliveries 
of freight, shipments daily of small amounts from small 
local stations, necessitating numerous stops, ete. They 
received what they demanded. Now they express their 
unwillingness to pay for such accommodations, and the 
State courts affirm that they need not ; but the ag et 
having provided an enormous machine to do one kind be 
business are absolutely without the facilities for doing the 
other. They have not only the burden of the greater - 
of the heavy road and rolling stock, but they are 8 
road and rolling stock as cannot be used with economy 
for slow, cheap traffic. 

We believe, therefore, that, whatever may be the => 
cess of these companies in reducing expenses by lessening 
the quality of the service, the cost to them will ¥ : 
extraordinarily high for service of that kind. It a 
ble to plow with race horses, but you cannot plow 
nomically with them. 1s ky ae 

So the Wisconsin companies must continue : 
coaches weighing from twelve to twenty tons and - 
sively fitted and adorned, even if they run but twel 
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Fig. 1. 


Fig. 4. 
DRIVING WHEEL LATHE. 


Fig. 7. 
20-INCH ENGINE LATHE. 





Fig. 9. 


BOLT CUTTING MACHINE. 


Fig. 12. 
CAR WHEEL BORER. 
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Fig. 2. 











— 
UPRIGHT DRILL. 


Fig 13. 
UPRIGHT DRILL. 


MACHINE TOOLS, 


THE NEW YORK STEAM ENGINE COMPANY, 98 CHAMBERS STREET, 














Fig. 3. 


Fig. 8. 
SHAPING MACHINE. 





Fig. te 
BOX BORING MACHINE. 


Fig. 4. | 
SLOTTING MACHINE. 
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fifteen miles an hour, for which use cars weighing half 
and costing one-third as much would be perfectly suitable. 
They must use their freight cars weighing ten tons and 
carrying as many, when much lighter ones would carry as 
great a load at a less speed; moreover, they must use loco- 
motives with a weight of five or six tons on each driving- 
wheel and terribly destructive to the rails, when with 
lighter cars and lower speeds the weight might be greatly 
reduced, and with it most of the expenditure for mainte- 
nance of rails. 

The existing problem, then, is how to work the roads as 
they are so as to reduce the working expenses to the mini- 
mum by any necessary sacrifice of the accommodations 
heretofore given. To the minimum, we say, for we assume 
that no possible reduction of expenses is likely to make up 
for the reduction of receipts. The roads are not earning 
dividends now, and they have no surplus earnings to 
spare. If the Northwestern’s expenses are now 70 per cent. 
of its receipts, and its receipts will be reduced 25 per 
cent. by the law, then, without a change in the manner of 
traffic, it will have to expend 70 cents for every 75 received 
—that is, the proportion of its working expenses will be- 
come 93} per cent.; in order to continue to earn net 30 
cents net on each transaction for which hitherto it has re- 
ceived gross one dollar, it must do that work for 45 cents, 
which is 25 cents, or 35.7 per cent., less than the present 
cost of doing the work. If the Wisconsin railroad men 
find any possible means of reducing their expenses to this 
extent, they will make a discovery important to the world 
as well as to themselves. Wedo not believe it possible. 
Do whatever they can, though they may possibly succeed 
in earning thr interest on their bonds, they cannot expect 
to equal the earnings of previous years, themselves insuffi- 
cient to make a fair income on the capital invested. They 
will therefore be justified, and ifthe validity of the law is 
finally affirmed, will be compelled to adopt any policy 
which will, on the whole, save expenses or increase net 
earnings, whatever may be the limitation of ac- 
commodations occasioned thereby. It is a question, as 
we have said before, of life and death to the companies, 
and justifies desperate remedies. 

Now to determine the method of management which, 
under existing circumstances, will prove most economical, 
is an extremely delicate and complicated problem. Some 
reduction in the speed of freight trains might reduce cer- 
tain expenses materially, but if trains run much slower 
than heretofore, there must be a great many more cars and 
locomotives, and how is a Wisconsin railroad company to 
get capital for additional equipment with this law in force? 
Passengers could be carried cheaply in mixed trains, and 
probably the passenger equipment would be more nearly 
equal than the freight to such a modification of its use; or 
the number of passenger trains might be greatly reduced 
and made large and to run slowly; but too great a reduc- 
tion in speed and the frequency of trains might greatly 
lessen traffic and thus counterbalance the saving 
in expenses. Moreover, a considerable portion of the 
traffic of both companies is in through passengers to and 
from other states, and though the law cannot affect the 
fares paid them, the trains could not well be run across 
Wisconsin without taking a large amount of local traffic, 
or, in case the other trains are much inferior in speed and 
accommodations, perhaps most of it on the through lines, 
Bat! if the companies lessen the accommodations for 
through passengers they will probably lose the traffic, for 
there isa very good route, or rather good routes, between 
Chicagoand St. Paul which do not pass through Wisconsin, 
and these, which have almost none of the business now, 
would probably take most of it if the accommodations of 


the Wisconsin companies were much limited, though the : 


Chicago, Milwaukee and St, Paul would still do the carry- 
ing in Minnesota, and the Northwestern most of that in 
Illinois, probably. 

Thus we see that the companies, in attempting to re- 
duce their expenses to the extent of the reduction of their 
teceipts in the State of Wisconsin, have a task of extraor- 
dinary difficulty before them. If the United States Court 
ifirms the validity of the law and it is not repealed, we 
fear that nothing can save them from bankruptcy unless 
their earnings in other States and on traffic from other 
States which the law does not affect will make good the 

iency on the Wisconsin lines. One of dhe companies 
has ite most profitable traffic out of Wisconsin; the other 
las very little; both, however, have a large traffic passing 


through the State to and from adjoining States, and this | ° 


vill do something (if it can be kept profitable) to ward off 


Atthis day, the stocks alone of these two companies 

®& market value more than fourteen million dollars less 

in January last, besides a great decrease in the prices 

the bonds, all of which may be regarded as a fine levied 

™ the holders of these securities for daring to own Wis- 
onsin property. 








Trials of Atmospheric and Vacuum Brakes. 


The interest which is taken in the relative merite of these 
pee "Jetems of brakes will secure the attention of many of 


Wabash & Western Railway, andfwith the Westinghouse auto- 
matic atmospheric brake on the Chicago & Alton Railroad. 
The first experiments were made to determine the time oc- 
cupied: 1, in applying the full pressure of the brakes to the 
rear car of a train of 10 cars; 2, the time occupied in taking up 
the slack on the rear car; 8, time occupied ia bringing the full 
pressure on the brake-shoes in the middle car; 4, time occu- 
pied in taking up the slack on the middle car; 5, time re- 
quired to bring full pressure of the brakes on the forward car, 
and 6, time required to take up the slack on the front car. 

The second trials were made to determine the time and dis» 
tance in which the trains could be stopped. The trial with 
the vacuum brake was made ona level track and with the at- 
mospheric brake on a descending grade of 24 feet per mile. 
The atmospheric brake was, however, applied to the driving- 
wheels of the engine, whereas the vacuum brake was not. 
Each train consisted of ten cars with four and six-wheeled 
trucks, as indicated in the “‘ memoranda” below the table, 
from which it will be seen that the number of wheels under 
the cars of the train to which the vacuum brake was attached 
was 96, and the number under the atmospheric brake train 
cars was 108. As only four of the wheels of a six-wheeled truck 
have brakes, it will be seen that the vacuum brake was applied 
10 88.8 per cent. and the atmospheric brake to 74 per cent. of 
the weight of the cars. The speed was determined by taking 
the distance between the telegraph poles and then counting 
the poles and taking the time with astop watch. The distance 
and time of stopping the train are given in the table. 

The third experiment with the vacuum brake train was 
made with the hand brakes applied by five brakemen. In the 
third experiment with the atmospheric brake the brakes were 
applied to the whole train and engine by a passenger in the 
sixth car from the engine, the engine working st«am until 
the train stopped. 

The fourth experiment with the atmospheric brake was 
made by detaching the engine from the train. 

In the fifth experiment the atmospheric brake was applied 
to the engine alone. 

These experiments are interesting, chiefly from the fact that 
they indicate the amount of time occupied by each system in 
applying the full power of the brakes, which in case of danger 
is an element of very great importance, because at a speed of 
85 miles per hour the train will run over 50 feet in each sec- 
ond, so that if ten seconds are lost in applying the brakes the 
train will have run 500 feet before they begin to check its 
8 R 
> sme with Smith’s Vacuum Brake on the Toledo, Waba, & peat- 

ern Ratlway, July 15, 1874, and with the Westingh Automati, 
Brakes on the Chicago @ Alton Railroad, July 22, 1874. 











VACUUM BRAKE. 
Toledo, Wabash & Western Rail- 
way, July 15, 1874. 


WESTINGHOUSE AUTOMATIC BRAKE, 
Chicago & Alton Railroad, 
July 22, 1874, 





FIRST EXPERIMENT 


With 10 cars. With 10 cars. 

Time in seconds. Time in seconds. 

Full pressure—rear Full pressure—rear 
GBB. coco descccceces 19% QO) CBP. .cecsececseeees yb a% 

*Slack taken up—rear *Slack taken up--rear 
GOP. cvicccodccesccel® 11%| car....... Iustantly (less than }<). 

Full pressure—mid- Full pressure—mid- 
Ale Car... ...eeeees 22 1-5 CBB. . coseccesee 2% 2% 2h 


Slack taken up—for- 
ward car. .Instantly (less than 14) 





le SECOND EXPERIMENT, 
Level track. Down grade 24 feet per mile. 


Brake applied to engine and whole 
train. 


10 COPS... cceeeeceee 10 
Speed per hour..... 85 to 40 miles.|\Speed per hour..... 365 miles. 
Distance run........ 1,365 feet. Distance run........513 feet, 

Time running same.36 seconds, (Time running same.17X seconds. 





THIRD EXPERIMENT. 
Brake applied to engine and whole 
train 


by passenger in 6th car 
engine 


a working steam until train 
pped. 
COPE. oe ccceeeeesees 10 


Distance run.......- 9765 feet. 
Time running same. 30 seconds. 





run fect. 
Time running same. 17% seconds, 





FOUBTH EXPERIMENT. 


rub 
Time running same. 18 seconds. 





FIFTH EXPERIMENT. 
Brake applied to weg only. 
re 


Fenn ee eeeewereee 







eeeevecce o+02,400 feet. 

running same.1 min, 10 secs, 

Memoranda. Memoranda. 

Toledo, Wabash & Western train|Chicago & Alton train consisted 
consisted of of: 


7 cars, 6-wheel trucks. 
3 “ 4 “ “ 





4 cars, 6-wheel trucks. 
“ 4 “- “ 








® By taking up the slack is meant bringing up the brake-shoes until 
they are in contact with the wheels. 








Tue PennsytvantaA Rarcnoap InvesTicATiInG CoMMITTEE 
has made a statement of the general account of the company 
which differs somewhat from that given by the board in its 
annual report, chiefly in the valuation given of the company’s 
holdings of the stocks and bonds of other companies and its 
bills and accounts receivable due fron other companies. The 
board’s report gave the valuation of the securities on road as 
$50,692,419; the Committee makes .it $49,711,087—nearly a 
million less. The annual report gave the cost of the bonds 
representing the contingent fund ss $2,000,000; the Committee 
appraises their value at $1,000,000. The directors gave the 





Teders to the following tabular statement of ex- 
Perimente Made with the vacuum brake on the Toledo, 





amount of bills and accounts receiveable from other com- 





panies as $25,979,087 ; the Committee makes it $23,945,107—or 

more than two millions less. This difference of $4,000,000 

‘caused chiefly or wholly by the company’s reporting “cost, ’ 
or “ amount,” where the Committee reported “‘ value,”) is less 

than 6 per cent. of the face of the stock; and the Committee 

reports that the total assets of the company show a fair valua- 

tion of $87.28 for each $50 share—which is not a very bad 

showing, certainly, for a stock which sells at 54 on the Phila- 

delphia Exchange. 





Machine Tools. 





With this paper we publish a full page plate showing differ- 
ent kinds of machine tools manufactured by the New York 
Steam Engine Company. The titles are sufficiently descrip- 
tive to indicate the kind of work for which they are intended. 
Full descriptions and other information can be obtained by 


addressing the manufacturers at No. 98 Chambers street, New 
York. 








Record of New Railroad Construction. 


This number of the Rarroap Gazerre has information of 
the laying of track on new railroads as follows : 

Rochester, Nunda & Pennsylvania.—Extended northward 7 
miles to Tuscarora, N. Y. Cincinnati, Rockport & Southwest- 
ern.—Extended from the south line of Dubois County north by 
east 15 miles to Jasper, Ind. 

This is a total of 22 miles of new railroad, making 1,006 miles 
completed in the United States in 1874 against 2,455 miles re- 
ported for the same period in 1873 and 4,498 in 1872, 








Tux Wisconsin Supreme Court gave its decision in the in- 
junction cases September 15, and, as was generally expected, 
it was against the companies. The court holds that the Legis- 
lature has, under the provisions of the State cemstitution, full 
power to alter or repeal the charters of the companies and 
that the law of 1874, so far as its provisions were before the 
court, is a valid amendment of the special charters of the de- 
fendants. The question whether it is a valid amendment ot 
the general law of 1872 is not considered. The writs of in- 
junction must be issued as to ~'' the lines of the Chicago and 
Northwestern, and all those of she Milwaukee & St. Paul ex- 
cept the road from Milwaukee to Prairie du Chien, which was 
built under a territorial charter granted before the adoption 
of the State constitution, and is therefore exempt from alter- 
ation or repeal under the provisions of that instrument. It is 
ordered, however, that the writs shall not issue until the At- 
torney Genera] files his official agreement not to prosecute 
suits for forfeiture of charter until after October 1, that time 
being given the companies to arrange their tariffs in accord- 
ance with the law. 

President Keep, of the Chicago & Northwestern, is reported 
to have said that the company would be obliged to comply 
with the law, but would also be obliged to economize at every 
point. Aceordiogly fewer trains would be run and at slower 
speed, second-class coaches would be used instead of first- 
class, all new work stopped, and the force of employees cut 
down to the lowest possible point. 








PULLMAN SLEEPING CaRs are coming more into use on the 
continent of Europe. The last we hear of has gone to Russia, 
taking a route thither which exhibited it to the admiring eyes 
of half Europe. The car was built in this country, shipped to 
London, transferred there to a vessel going to Trieste, at the 
head of the Adriatic. Here the Austrians so admired it that 
they ordered two to run between Vienna and Berlin. At Berlin 
another exhibition was made. ‘his car is said to weigh but 
sixteen and a half tons, and the ones ordered for Austria are 
to be but half as large. The charge tora berth from Vienna 
to Berlin is to be about $2.70 American currency. 

Gzrmany during the first half of this year had 411 miles of 
new railroad opened for traffic within its borders, in nineteen 
different lines, the longest of which was 64 miles in length. 
During the same time in Austria and Hungary ten new lines 
were opened with an aggregate length of 205 miles. During 
the same period about 640 miles were completed in this coun- 
try, or more than in both those great countries, so our lack of 
activity in new construction appears only in comparison with 
our previous great activityand not in comparison with Eu- 
rope. There has been an unusual amount of construction in 
Germany lately, but most of the lines are very short ones. 











Magnetic Variations on the Eastern Shore. 








SzavorD, Del., Sept, 1, 1874. 
To THe Epitor oF THE RAILROAD GAZETTE : 

I subjoin a list of ‘ Magnetic Variations” furnished by the 
late Prof. Bache of the Coast Survey, and used in running the 
boundary line between the eastern shores of Maryland and 
Virginia, to which region the variations refer. They are fully 
confirmed by the ancient land-survey records of this part of 
“the Eastern Shore,” and by the observations of the present 
surveyors, who give the last variation in the list, that for 
1874, of 3°30’. It is the fullest and best authenticated record 
with which Iam acquainted bearing on this subject, and I 
have thought it might possess an interest for some of your 
readers, 8. 


Variation of Magnetic Needle on the Southern Boundary of the Eastern 
Shore of Maryland, 
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Train Accidents in August. 


About 8 o’clock on the morni 
on the Washington City, Vi Midland & Great Southern 
road ran oyer a cow near Culpeper, Va., throwing one truck 
of 9 seeping oar. Maou, the Sree and ing it 

6 4d, 


at West Aurora, Ill., on the go, Burlington 


& Quincy a fast passenger train was thrown from the 
track by a splin rau, the rear trucks being torn from 
three coaches, 


On the evening of the 3d,a Reretnasr train on the New 
York Central & Hudson River was thrown from the track near 
Amsterdam, N. Y., by a stone which was wedged in between 


the rail and a plank on a road-crossing. 
On the of the 8d, a freight, train on the Jeffersonville, 
Madison dianapolis road was thrown from the track near 


Berman, Ind., by a broken flange, blocking the track some 


ours. 

On the morning of the 4th, a train on the New York & Cana- 
da road ran over a cow near Mooer’s Junction, N. Y., throwing 
two cars from the track. Both cars went down a bank about 
80 feet and upset. A brakeman was badly injured, and four 


ae . 

On the morning of the 5th, on the Central Pacific road, an 
engine raninto the rearof an emigrant train which was 
standing on a side-track at Halleck, Nev., wrecking one car 
and injuring a p:ssenger. 

On the mming of the 6th, a south-bound passenger train 
on the Connecticut Valley road was thrown from the track 
near Fort Hill, Conn., by a misplaced switch. The engine, 
tender and baggage car went into the ditch, and the engime- 
man was badly burt. 

On the 6th, a passenger train on the Wilmington & Reading 
road ran into the rear of a freight near Springfleld, Pa., wreck- 
ing the e and two cars. 

te on the night of the 6th, an excursion train on the Peo- 
ria, Pekin & Jacksonville road ran into a freight train which 
had run upon a siding, leaving one car projecting oyer on the 
. The e was wrecked, several cars badly dam- 

_ wulng of the 7th, th-bound 
ery early on o maning © a south-boun sen- 
ger train on the Louisville & Nashville road was 7 meet Sy wor 
the track near Bacon Creek, Ky., at a place where a culvert 
had been washed out by a freshet. The engine and baggage 
car passed over, but two passenger cars and the ping coach 
were thrown from the track, the sleeper turning completely 


over, 

On the et the 7th, a passenger train on the New 
York Divison of Pennsylvania was own from 
the track in Jersey City by a misplaced switch, 

On the 7th, a freight train on the Chicago, Burlington & 

uincy road, near Monmouth, Ill., ran oft the track, blocking 
the road two hours, 

On the afternoon of the 7th, a switching engine on the Bur- 

1 ingtes & Missouri River road jumped the track on a defective 
rail in Burlington, Ia, 

On the rnoon of the 7th, on the Decatur Branch 
of the Cera Bloomington & Western, near Mon- 
ticello, Il, a freight car of a mixed train was thrown 
from the track and wrecked by a broken truck, the baggage 
car also leaving the track. 

On the evening of the 7th, the engine and five cars of a 
freight trainon the Lake e& Michigan Southern road 
were thrown from the track by a misplaced switch at Lenawee 
Junction, Mich., blocking the road two hours. 

On the morning of the 8th, in Atchison, Kan., as a locomo- 
tive of the Atchison, To: & Santa Fe rvad was being taken 
out of the round-house to the tank for water, the man in charge 
started it in the wrong direction, and it ran off the turn-table 
and down a bank, 

On the 8th,a fast freight train on the Baltimore & Ohio ran into 
the rear of a local passenger train which was stopping at Hol- 
lowfield’s, Md., damaging the rear car and the engine of the 
hs = passenger was behind time and the freight had 

e way. . 

On tho afternoon of the 8th, the engine of a freight train on 
the Lake Superior & Mississippi road was thrcwn from the 
track by the spreading of the rails and the engineman badly 


On the night of the 8th, a freight train on the Cleveland, Co- 
lumbus, Cincinnati & Indianapolis Railway was thrown from 
the track by a broken wheel near Bellefontaine, O, 

On the morning of the 9th, a passenger train on the West- 
ern Maryland Railroad was thrown trom the track near 
Owing’s , Md., by a defective rail. 

Very earlyon the morning of the 10th, a passenger train on 
the indianapo me ye & Western ran into a tree 
which had en across the track near Crawfordsville, Ind., 
sient damaging the engine, and throwing the engine truck 

m the track. 

On the 10th, an east-bound freight train on the Central Pa- 
cific, drawn by two engines, ran over an ox which ag 5 on 
the track in a snow-shed near Emigrant Gap, Cal. The first 
engine was thrown square across the track, and the second 
ran off to one side and knocked down 60 feet of the sbea, 

On the 11th, the tender of an express train on the Central 
Pacific jumped the track in Sacramento, Cal., delaying the 
"On the night of the 11th, th gin 

n the e » the engine, © and express 
cars of a oan on the St. Louis, Kansas Oise Northess tant 
way were thrown from the track by a broken rail. The engine- 
man, fireman and another m were i 


On the night of the 11th, near Rain Mills, Ind, 
Tadinnapolie ’ ills, Ind,, on the 


near, & West a west-bound freight 
was thrown off the track and into the ditch by the “ read ng 
of the rails. A firoman fell under a car and was killed. 
On the 12th, a freight train on the Indianapolis, Blooming- 
ton & Western road was thrown from the track by the Deeake 
fn the ovening of thea th Chi 

e eve’ C) e Chief Engineer and - 
ber of men who been working on the inia & A ce 
road some two and @ half miles from Carson, Nev., got upon a 
flat car and started it down a grade towards that town. The 
car had attained a high rate of s when it was found that 
oF peake myo not hold an = — some cars 
w stood on track, wrecking two cars badl: 
byt Oelock o Gon end Se thes igo 

on of the 13th an trai 

on the Southeastern Railway of Canada ran into the noah 
branch of the River near Sutton, Quebec, ata place 


where a bridge away during the night by a 
treshet. The e, baggage and express cars went fato the 
river and the two passenger cars tel: leaving the 
two rear cars on track uninjured. The engineman, fire- 


Superintendent, who was on board, and 
ws passengers were killed, and 15 persons injured. The train 
signal of the destruction of the 


of the 2d, a passenger train |-the Delaware, Lackawanna and Western road west of Bergen 


the road, though farmers along theline are reported to have 
known it for some time. F 

On the 18th there was a butting collision between two freight 
trains on the Philadelphia, Wilmington & Baltimore road, near 
Perrymansville, Md., by which both engines and several cars 
were wrecked, and the road blocked several hours. 

On the 13th 10 cars of a freight train on the Pennsylvania 
Railroad were thrown from the track near Christiana, Pa., b 
a broken wheel, Several of the cars were loaded with oil, 
which took fire and destroyed them. 

On the 13th a west-bound freight train on the Indianapolis, 
page oe & Western road was thrown from the track near 
Elizabethtown, Ind., by the spreading of the track. 

On the 14th a construction train at work on the new line of 


Tunnel ran off the trestle at Weat End, N. J., wrecking several 
cars, damaging the trestle and injuring a laborer. 

On the afternoon of the 14th a train was wrecked on the 
Indianapolis, Bloomington & Western rang ee within 100 feet 
of the scene of the accident three days before, caused by a 
car breaking down. 

Very early on the morning of the 15th, during a heavy fog, 
an express freight on the Toledo, Wabash & Western, whic 
was over an hour behind time, stopped to take water at Syd- 
ney, Ill., and immediately afverwards was run into by a follow- 
ing extra. The engine of the extra went through four cars, 
stopping under the fifth, and was badly damaged; and 11 cars 
of the extra were ditched. A passenger in the caboose of the 
first train was killed, and two other» hurt, 

On the morning of the 15th, a heavily loaded excursion train 
on the New York Division of the Pennsylvania Railroad ran 
over a misplaced switch and into the head of a coal train 
which was standing on a siding at Eddington, Pa. Both en- 
ines were damaged and the two first cars of the excursion 
rain telescoped, killing four and wounding 19 persons. The 
accident is attributed to the carelessness of the switch-tender 
who neglected to set the switch right after the coal train had 
gone on the siding. 

On the 15th, a train on the Blue Ridge Railroad ran into a 
washout near Seneca City, 8.C, The engine passed over, but 
the bageege and second-class car leit the track and were 
wrecked, 


On the 15th, a switching engine in the Hoboken yard of the 
Delaware, Lackawanna & Western Railroad blew out one of 
the cylinder-heads, fatally injuring a brakeman, who was 
riding on the front of the engine. 

On the evening of the 15th, as an express train on the 
Northern Railroad of New Hampshire was entering Concord, 
N.H., the engine was cut loose from the train to make a flying 
switch into the depot. The switch was not changed quidkly 
enough, however, and the cars followed the engine upon the 
round-house switch and pushed it across the turn-taple, where 
it upset and was badly damaged, 

On the afternoon of the 16th, as an east-bound freight train 
on the Erie was hauling out of Deposit, N. Y., a coupling 
broke between two flat cars loaded with long timbers. A tim- 
ber fell on the track, throwing off a car. 

On the morning of the 17th, the engine of a special train on 

the Flushing, North Side & Central road was thrown from the 
track by a misplaced switch at Woodside, N. Y., delaying all 
trains two hours, 
On the afternoon of the 17th an empty box car in a train on 
the Quincy Aloe & St. Louis road caught fire near Kate's 
Lake, Ill. The train was stopped and the train men managed 
to tear the car to pieces so as to save the floor and trucks, 
which were hauled into Quincy. 

On the morning of the 18th a freight train on the Central 
Pacific road was thrown from the track by a broken rail near 
Winnemucca, Nev., blocking the track six hours. 

On the 18th, as a mail train on the Vermont Central was 
entering the depot at Windsor, Vt., the begaage car gemees 
the track at a defective frog and ran into the brick wall of the 
depot, wrecking itself badly. The following passenger car 
ran into the baggage and was considerably damaged, 

On the morning of the 19th the engine of a gravel train on 
the Charlotte, Columbia & Augusta road was thrown from the 
track in Charlotte, N. C., by a misplaced switch, injuring the 
engineman and fireman. 

bout noon on the 19th at Versailles, Ill., on the Toledo, 
Wabash & Western the flange of a wheel under the tender 
broke. The engine and tender went off the track and upset, 
and seven cars were piled up and wrecked. The track was 
blocked eight hours. 

On the 19th as eome cars were being switched on the wharf 
of the Old Colony road at Wood’s Hoie, Mass., two of them 
were detache2 and sent down the wharf at such speed that 
before they could be stopped — struck an engine and tender 
which were standing at the end of the siding, waiting ship- 
ment for the Martha’s Vineyard road, and pushed them both 
off the wharf into 10 fect of water. 

On the 20th, five cars broke loose from a construction train 
on the trestle work of the Delaware, Lackawanna & Western 
road at the weet eud of the New ee Tunnel, and running 
down to the end of the trestle jumped off and were wrecked, 
On the afternoon of the 20th, a Mississippi Valley & Western 
train was backed over an open switch and into the ditch at the 
unction with the Hannibal & St. Joseph at West Quincy, Mo. 
The road was blocked six hours. 

On the evening of the 20th, near Eddyville, Ia., a freight 
train which was going at high speed ran over a cow, throwing 
the engine and several cars from the track, the caboose run- 
ning 40 feet from the track and into a.creck. The fireman was 
killed, the conductor, engineman and another man injured. 

Early on the sposning the 2ist, a freight train on the 
Pittsburgh, Cincinnati & St. Louis was thrown from the track 
near Steubenville, O., by a broken axle, killing one man who 
was stealing a ride and wounding another. 

On the afternoon of the 21st, a pemee | engine on the Dela- 
ware, Lackawanna & Western road jumped the track on a coal 
trestle in Utica, N. Y., and fell 15 feet, landing on its side. The 
engineman was badly hurt. 

On the 22d, a locomotive on the Central Railroad ot New 
Jersey ran off the turn-table in Elizabeth, N. J., and was badly 
damaged, 

On the afternoon of the 22d, an engine and 28 freight cars 
went through a trestle work on the St. Louis, Kansas City & 
Northern near Kansas City, Mo., killing the engineman. 

On the morning of the 24th, the locomotive of a nozth-bound 
express train on the New York Division of the Pennsylvania 
Railroad burst a flue at Rahway, N.J., detaining the train 
some time. 

On the 24th, near Marshall, Tex., on the Texas & Pacific 
road, there was a butting collision between two trains by 
which both engines were badly wrecked. 

About 3 o’clock on the afternoon of the 24th, as a heavy 
freight train on the Central Pacific was maemo be £4 grade 
near Blue Canon, Nev., a section; broke loose, ran back a short 
distance and stopped, Shortly after another section broke 


several cars and wrecking some of them. Five Chinamen 


who were in the caboose ran off over a hill and were not after- 


ward seen. 
On the night of the 24th, on the Canada Southern road near 
Cayuga, Ont., there was a butting collision between a passen- 


dly wrecked. 


thrown from the track and the caboose burned. 





received no or warning 
4 was, apparently, notknown to any employe % 


loose, ran back and into the former section, throwing off 


ger and a construction train, by which both engines were 


On the 25th, near Greene, N. Y¥., onthe Utica Division of 
the Delaware, Lackawanna & Western road a freight train was 


, About 6 o’clock on the morning of the 26th, as the first sec- 


tion of a freight train on the Atlantic, Mississippi & Ohio wag 
stopping at Windsor, Va., the second section ran into its rear, 
wrecking its own engine and the caboose of the first section 
and killing the fireman. It is said that both engineman and 
fireman of the second train were asleep and woke up too late 
to stop their train, 

On the case my Be the 26th, the engine of a passenger train 
on the Canarsie Railroad was thrown from the track near Ca. 
narsie, N, Y., by a heavy plank laid across the raiis. The en- 
gine went down a bank and was badly wrecked, injuring the 
engineman. A boy, who had placed the plank on the track, 
was arrested. 

On the evening of the 26th there was a butting collision be- 
tween a freight and an excursion train on the Lake Shore & 
Michigan Southern road near Toledo, O., by which both en- 
gines were wrecked and the track blocked three hours, 

On the evening of the 26th a south bound express on the 
Grand Rapids & Indiana road ran into two cars which had 
been left standing on the main track in the yard at Kalamazoo, 
Mich. The engine and one car were wrecked and a man 
badly injured. 

On the night of the 26tha train on the Kansas City, St, 
Joseph & Council Bluffs Railroad fell through a bridge at Tatan 
Mo., injuring ten persons. The engine passed safely over and 
remained on the track, but every car left the rails and two 
went down 25 reet into the creek. 

On the 27th as a passenger train on the New London 
Northern road was near Montville, Conn., the connecting rod 
broke and one of the loose ends was driven through the 
boiler into the fire-box. The fire-door being —— the steam 
rushedinto the cab, scalding the engineman badly and the 
fireman so that he died in a few hours. 

On the 27th, the locomotive of a north-bound train on the 
Delaware Railroad burst a flue near Greenwood, Del., delaying 
the train some time. 

On the 27th, on the Rensselaer & Saratoga road, near Balls- 
ton, N. ¥.,a truck broke under a carof wn express train, 
throwing several cars from the track, 

On the rg pore Bad the 28th, a car in an east-bound ireight 
train on the New York Central & Hudson River road caught 
tire when the train was near Crittenden, N. Y., and was entire- 
ly destroyed. 

On the atternoon of the 28th, an east-bound freight train on 
the Michigan Central ran over a misplaced switch and into an 
engine which was standing on the turn-table at Niles, Mich,, 
badly wrecking both engines and the table. 

On the morning of the 29:h, in St. Paul, Minn., a transfer 
engine of the St. Paul & Sioux City road ran into a West Wis- 
consin train, wrecking a box car. 

Un the morning of the 30th, on the Philadelphia, Wiiming- 
ton & Baltimore, at Elkton, Md., as some coal cars were being 
pushed upon a coal trestle siding, the trestle fell, carrying 
with it the engine and one car. 


On the morning o! the 31st, at — Grove, Iil., on the Chi- 
cago & Iowa Railroad, an engine and three freight cars ran off 
at a switch whose lock had been broken ma)iciously. 

On the 8ist, a passenger tiain on the St. Paul & Pacific was 
thrown from the track by a defective rail near Wayzata, Minn., 
wrecking two cars and injuring three persons. 

On the 81st, there was uw collision between two coal trains on 
the Lehigh Valley road near Northampton Furnace, Pa., by 
bd aewee ten cars were wrecked and the track blocked seven 

ours. 


This is a total of 73 accidents, by which 16 persons were 
killed and 77 injured. Nine accidents caused death, 15 others 
injury but not death, and 49 accidents, being 67 per cent. of 
the whole number, caused no serious injury to any person. 
These accidents may be classified according to their nature 
and causes as follows : 

COLLISIONS. 

Rear collisions.......+++ .++- seeee 


Butting C MiSIONG.......ceccccccccccsccsccsccressccccces seseees 9 
URORBNR0G 0055 cc rcccecescss- coccewccen ne sevecccccccecceces bone 1 


DERAILMENTS, 


Misplaced switch.... 
Cattle on track......- 
Broken bridge or trestle. . eeoe ve ° 
Broken wheel Or flange. .........-scccccccccesas ceveeeeesseeeees 
Defective rail 
BTOMOM COUP... 00000 «... cccccccceccccceccccs. oo covesess 
Spreading Of PAUS....cccccerccrvccccccsvccerecvccee 
PPGRED FONG occ0c0 ccc kercvcccsoceceboceiepescesces 
BBORSD CEO. 00 ccc ccccccccccvcccccccccsccccccescecese 
Malicious Obstruction «— cee ec ccceceveeeccccsenes 
Breaking down of overloaded car 
Waaheut. ..ccccccccccesccccccs 
Flying switch badly ,made,.. 
Defective frog..... sesesssees 
BORON OEIC. wc ccccscccscvcccccsccccce Oo cdecccccescccvcseves 606 
BwOO OR WRK c.00 0.0 0.0000 90.5000 0000004000000 000900° 
Carelessness in starting ..... 06... cccsecccceess cocneeveeeeees 






A OOOO CR eee ewe eee enreweeeeeeeeeeee Fenner 







Car burned while running...............sssseececcecsenerseeseres d 
WOO COUMMOOE. 0.00 ccccccccccccccsccscees cnescccoccsese ses 
Cylinder head DIOWN OUt,.....-cecce cece nreeeceeseneneeeeonenee : 
Broken connecting rod........ 

Total ... .rccccccccvcccscovcccccccccsseccvcscsereceseseeres Ps) 
Of the 16 collisions recorded three were caused by wantor 
neglect of signals, two by misplaced switches, two by careless 
ness in putting trains on sidings and one by failure of brakes 
to hold. Of the broken bridges two were trestles, one & 
wooden bridge; as to the fourth we have no definite inform 
tion, Thirty-three accidents were caused directly by defects 
or failures of road or equipment. 
The number of accidents for the month is rather below the 
average and is less than half that recorded in August of last 
year, when there were 150 accidents, 63 killed and 155 injured, 
An unusually small proportion of the accidents of lst month 
caused death or injury, although two of them, those at Sut- 
ton, P. Q., and at Eddington, Pa., together killed nine, or over 
half the whole number, and wounded 34, or nearly half of those 
injured during the month. The number of broken and de 
fective rails and of broken wheels is large enough to be notice 
able, and the number of misplaced switches is greater thaait 
should be. 

For the year ending with August the record is as follows. 

Killed, Injured, 





No. of accidents. 
Beptember... wcccesccccccscccccccece 106 
OoOtober..... 2... seeesees 88 





DOD tien sts onriensic venebpsais 1,004 208 
The average per day for August is 2.35 accidents, 0.58 
and 2.48 injured; for the year it is 2.75 accidents, 
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and 1.95injured. The average number of accidents for the 
month being less, the number injured is greater by about one- 
quarter than that for the year. 

















ELECTIONS AND APPOINTMENTS. 





—At the annual meeting of the Indianapolis, Bloomington 
& Western Railway Company in Urb: , September 9, the 
following directors were chosen: D. F. Thompson, Pekin, IIl.; 
L. J. Bond, Monticello, Ill.; J. C. Short, Danville, Ill.; George 
Nebeker, cy Ind.; F. W. Peck, Chicago, Ill.; Wm. 
Dennison, B. E. Smith, Columbus, 0.; ©. R. B% Wil- 
mington, Del.; A. Turner, F, Denny, Jr.. W. H. Smith, J. B. 
Thompson, J. R. Blossom, New York. The new directors are 
Messrs. Peck, Denny, Thompson and Blossom, who replace 
W. W. Phelps, D, Ricketts, H. Conklin and W. Y. McCord. 
The board subsequently re-elected the old officers, as follows: 
B. E, Smith, President; C. R. Griggs, Vice-President; C. W. 
Smith, General Manager; A. P. Lewis, Secretary and Treas- 
urer. 

—The new board of directors of the Cincinnati, Rockport & 
Southwestern Railroad Company met Sept. 7 and elected Wm. 
Heannaman, of Indianapolis, President in place of 8. 8. L’Hom- 
medieu, who declined re-election; E. H. Sabin, Vice-Presi- 
dent and General Superintendent; Henry G. Hannaman, 
Secretary and Treasurer; 8.8. L’Hommedieu, W. O. Rock- 
wood, Francis Smith, Executive Committee. 


~—Mr. Howard Fry, late Supervisor of Locomotives on the 
Erie Railway, and formerly on the Grand Trunk, has been ap- 

inted Superintendent of Motive Power of the Philadelphia 

krie Railroad in place of Mr. Theodore N. Ely, who was 
transferred to the Pennsylvania Railroad some time since. 


—At the annual mostiog of the Pullman Palace Oar Com- 
pany in Chicago, September 10, the following directors were 
chosen: George M, Pullman, C. G. Hammond, John Crerar, 
Robert Harris, Amos T. Hall, Chicago; Edmund Smith, Phila- 
delphia; J. Pierpont Morgan, New York. a -mel the 
board elected officers as follows: George M. Pullman, Presi- 
dent and General Manager; O. G. Hammond, Assistant Presi- 
dent; Horace Porter, Vice-President; Amos T. Hall, Vice- 
President pre tem; Charles W. Angell, Secretary. 

—Mr. Theodore H. Butterfield has been yoy General 
Ticket Agent of the Utica & Black River Railroad. He has 
been for several years in the employ of the company. 


—Mr. H. C. Fiske, of Buffalo, has been appointed General 
Manager of the Buffalo, New York & Philadelphia Railroad, 
Mr. Fiske was at one time Superintendent of the Buffalo Di- 
vision of the Erie. 

—Mr. James ©. Clarke, late General Manager of the Erie 
Railway, has been appointed Geueral Superintendent of the 
Toledo, Peoria & Warsaw, in place of Mr. W. H. Cruger, who 
has resigned. 


—Mr. John 8. Schultz has been chosen President of the New 
York, Boston & Montreal Railroad Company in place of George 
H. Brown, resigned. 

—The old officers of the Connecticut & Passumpsic Rivers 
Railroad Company have been re-elected for the ensuing year, 
ss follows: President, Emmons Raymond, Boston; Vice- 
President, B. P. Cheney, Boston; Secretary, Elijah Cleveland, 
Coventry, Vt.; Treasurer, N. P. Lovering, Boston. 

~—Mr. Edmund 8. Bowen, late General Superinvendent of 
the Kansas Pacific, and formerly on the Northern Central, 
meceeds Mr. James O. Clarke as chief executive officer of the 
Irie Railway. but with the title of General Superintendent, 
the office of General Manager having been abolished. 

—At the annual meeting of the Cincinnati & Great Northern 
Railway Company in Van Wert, O., August 29, the following 
directors were elected: J. R. Carson, New York; R. C. Mc- 
Mullen, T. P. Roberts, Pittsburgh; Judge Latimer, Defiance, 
0; T. P. Tu en, W. A. Weston, Greenville, O.; Davis John- 
ton, Van Wert, O.; Jobn A. Hubbard, Wheeling, W. Va. John 
A Hubbard was chosen President. 


~—At the annual meeting of the East Tennessee, Virginia & 
Georgia Railroad Company in Knoxville, Tenn., September 2, 
the following directors were ehosen: R. T. Wilson, Joseph 
Jaques, O. M. McGhee, 8. D. Reynolds, Joseph H. Earnest, 
R. H. Richards, 8. B. Boyd, Dr. W. R. Sevier, Thomas G. 
Barrett, Wm. C. _ R. ©. Jackson, Joseph R. Anderson, 
John Talbott, M. K. Jesup and Adrien Iselin. The only 

e isthe election of Mr. Iselin in place of Rev. Robert 
ineed, who declined to serve longer. The board subsequently 
elected the old officers, as follows: R. T. Wilson, President; 
loeph Jaques, Vice-President and Superintendent; ©. M. 
McGhee, Assistant Vice-President; Jas. G. Mitchell, Secretary 
ind Treasurer. 


~Mr, W. B. Strong, formerly Superintendent of the Burling- 
‘n& Missouri River Railroad, and since the consolidation 
Assistant General Superintendent of the Chicago, Burlington 
Quincy, has been appointed Assistant Genera yee 
tnt of the Michigan bentral Railroad, in place of C. H. Hurd, 
‘signed, Mr. Strong has been greatly valued by the compa- 
ties he hag served as a man of remarkable ability. 








PERSONAL. 


Mt. L, M. Hubby, who was appointed Railroad Commis- 
‘oner for the Cleveland District under the arrangements 
par the Cleveland meeting, has declined on account of 





~Mr, Howard Fry, who was a appointed Superin- 
*adent of Motive Power on the Philadelphia & Erie, sailed for 
latope on a short visit, September 12, 
~Mr, W. H. Cruger has resigned his position as General 
hwerintendent of the Toledo, Peoria & Warsaw road, and will 
go to Europe on a visit. 
—ltisstated that Mr. W. B. Strong has resigned his posi- 
00 a8 Assistant General Superintendent of the Chicago, Bur- 
logon & Quincy, and that he will accept a position on the 
Yehigan Central. 
an C,H. Hurd has resigned his position as Assistant Gen- 
Tintendent of the Michigan Central Railroad and will 
ie oafarm which he owns in Concord, Mass. Mr. Hurd 
yee connected with the Michigan Central for 95 years 


gt of ng" eant ae bere. a pointed General side 
e son, a & Santa Fe Railroad, 
“Topeka, Kan. rks 


init. Aletander Mitchell, President of the Ohicago, Milwan- 


Paul Railway Company, refused to be a candidate for 
to Congress from the Milwaukee district. 








TRAFFIC AND EARNINGS. 





~The 


be mech arnings of the Great Western Railway of Canada for 
binge, guns August 21 were: 1874, £19,218; 1878, £19,877; 
an’ £4858, or 844 per cent. 


sof the Grand Trunk Railway for the week 
Nain 9 e y 


ed 


were: 1874, £39,600; 1873, £39,200; increase, 


half year ending June 30 were: 1874, 
decrease, £4,762, or 54; per cent. 

—The earnings of the Toron' 
July were: 187 


to 
$31,336; 1873, $14,713; increase, 
118 per cent, 


cargoes, amounting to 30,318 
from 1873. One shipment of 1 


tons; 1873, 34,810 tons; decrease, 575 tons, or 15% per cent. 


as follows: 


crease of $97, 
crease of $355,904.83, or 15% per cent. in net earnings. 


June 30: 





rg were ; 1874, 337,277.61; 1873, $275, 
4.47, or 224% per cent. 


—The earnings of the New Je 
sack) Railroad for the year ending April 30, 1874, were : 


the eight months ending August 
car-loads. 
$2,133 per mile. 


e' _ months ending August 81 were: 1 
$220,981; decrease, $15,775, or 74% per cent. 


per cent, 


Pennsylvania Railroad Company for the eight months endin 
August 29 was 801,962 tons. Of this 182,134 tons went to Co: 


tons to way points. 
— The following is the official statement of the net earning 





Total...... $5,476,635 28 


Railway (main line) for July were: 





per cent, in 1873. 


for August: 
1874, 1873. Ine. 


Atlantic & Pacific.......... $459,77 

Burlington,0. Rap.& Minn. 114,316 

Central Pacific... .sssseee 1,301,000 1,251,622 49,878 ...... 
Chic., Milwaukee & St. Paul 704,300 167,871 


68.57 per cent. in 1873. 








THE SCRAP HEAP. 


Railroad Manufactures. 

The Ohio Falls Car Works, at Jeffersonville, Ind., have been 
buil a number of freight cars for the Des Moines & Min- 
nesota Railroad. 

The Southwestern Car Works at Jeffersonville have been 
working on repairs for the Indianapolis, Bloomington & 
Western road. 

The works of the Girard Rolling Mill Company, at Youngs- 
town, O., are being much increased. Their new addition 1s 
now and is 130x46 feet, and will contain the necessary 
machinery for making nuts, bolts, washers, car-links and pins, 
&c. The wing of this addition {s 80x50 feet, and is ened aga 
machine shop for repairing. Still another addition has been 
comstnensed, 40x80 feet, to contain 6 puddling furnaces, which 
will make 16 in all. There aro already in use three trains of 


rolls. 
It is said that the Columbus Rolling Mill Company has con- 
tracted to furnish rails to a railroad company for $52 per ton. 
The creditors of Messrs. Harbaugh, Mat & Owen have 
chosen Messrs. James I. Bennett and John Moorhead for as- 
Sanece. It is believed that if the assets of the firm are handled 
= a large balance will be left after paying off the indebt- 





1 per cent, 





The National Locomotive Works of Dawson & Baily at Con- 





& Bruce Railway for | #nd others, 
$16,628, oF 


and has still orders on hand. 
--San Francisco wheat Sion during ory Laat road were recently turned out. 
tons went by steamer to 


—The earnings of the Cleveland, Columbus, Cincinnati & 
Indianapolis Railway for the six von Be ending June 80 were | New Train 8 


crease of $453,449.61, or 1834 per cent, in gross earnings; a de- 
.78, or 54% per cent. in expenses; and a de- 


1874, 1873. Increase. Decrease, P.C, uniform 
Earnings..... $661,301 28 $587,042 60 $124,258 78 .........+ 93% <= hee a = 
u 


The expenses were 87.10 cent. of earnings in 1874 and 
79.66 per oon. in 1878. hyp ae earnings for July and Au- = blend together and show but one strong red light, 


14; increase, $61,- 


—The coal tonnage of the Chesapeake & Ohio Railroad for | than one quarter of a 
was 97,325 tons, or 9,733 | will appear 20 inches apart, atjonce warning t 


—The net earnings of the Southwestern Pennsylvania Rail- mae eee every means possible to stop 
road for the six months ending June 30, 1874, were $51,188.51, or ’ 


—The earnings of the Midland wewome Oanada for the 
4, $205,206; 1873, 

—The earnings of the Chesapeake & Ohio Canal for August 
were: 1874, $63,929.85; 1878, $28,178.81; increase, $35,751.04, or 


126% per cent. The coal tonnage for the month was: 1874 ’ 
A tons; 1878, 48,305 tons; increase, 58,569 tons, or 1211 Railroad Company’s advertisement was printed on the bonds 


Port and 430,489 tons to South Amboy for shipment, and 189,339 | amend 


$4,411,961 27 $1,064,674 01 24g r 
—The earnings and expenses of the Denver & Rio Grande boneei is negotiating for the purchase of this road, and, if 


i sro $346 per mile in 1874 and $333 in 1873. under foreclosure of mortgage in Hem 
*, expences were $8.01 per outlh. of earnings in 1874 and 49.27 | The sale includes the franchises and charter of the company. 


—The following companies have thus far reported earnings 


—The earnings of the Northern Railway of Canada for the | nellsville, Pa., have an unusually large force ed and 
2°0,904; 1878, £85,666; filling orders’ for various roads, op et ted sy 


«ding the Denver, South 
Pacific, Galena & Southern Wisconsin, Toiedo & Ohio 


The Pittsburgh and McKeesport Com which rec 
commenced ding locomotives, has Sean Peunien saite, 
Some light engines for a Flori 


The Oovington (Ky.) rail mill of James 8. Kyle & Oo. 
Ke op with : - 


Panama and thence to Liverpool. The ents were Hoy» ue. dou . Neg a fair prospect of full work during 
26,122 barrels, being an increase of 51 per cent. over 1873. The | *'s of the year, 
total shipments, seausing flour to wheat, were: 1873, 34,235 The Manchester (N. H.) Locomotive Works have been build- 


ing some engines for the Galveston, Harrisburg & San Antonio 


Mr. J, O. McMullin, General Superintendent of the Ohi 


cago 
Earni 4,327 per mile) ........- eoercceececesecsces e 600 69 & Alton Railroad, has invented a new lamp for the tail 
Bapense (9401 percent). cee SIIEIII ieations $8 | of! trains, which is intended to indicate approximately to the 
—— —-- | following train the distance between them. The Chicago 

Net earnings ($739 per mile)........ssesseeeceeseeees +++ $347,500 91 | 7ribune describes it as follows : 
As compared with the same period last year, there is a de- “The new signal is composed of two lamps, connected by a 


alvanized iron tube about three feet long and three inches in 
iameter, One of the lamps has a red bull’s-eye lens, and the 
other a white one. The light is placed in one of the lam 


ps 
—The following is a statement of the earnings and expenses only, and is eo from the burner through a tube upon a 
of the Chesapeake & Ohio Railroad for the six months ending 


reflector on the other lamp, where it is deflected and © to 
show out thrcugh the lens the same as though the burner 
were directly behind the lens, th producing, burning one 
cy, that will blend reg- 


58 ether whether burning high or low. The lam 
Expenses..... 576,021 40 427,827 55 = 148,193 85... o4% pon the top of the ro Pm on a raised platform That 
Net earnings. $85,279 88 $100,214 95 ...+....-- $23,935 07 21% | 18 made to revolve s0 as to show a light in either direction, 


‘“* At a distance of one inch and upwards the white and red 


ich in a clear atmosphere can be seen from four to ix 
miles. If within seven-eighths of amile of the train, the 


red and white lights are partly blended together. If within 


and New York (Hacken- | three fourths of a mile, the red and white light are three 


inches apart; at one half —— 12 inches; at one quarter mile 


Earnings ($7,273 GBA) stusices ot dowd buen ie 152,736 89 | 20inches, and at a distance of 100 feet the lights are 40 inches 
Geneueen ents A magn sb aheebbhetinbchohesehs ns tuGbba> ’ 99,465 03 | apart. The different conditions of the atmosphere do not in- 

| terfere with the relative spaces between the two lights. If, 
Net earnings ($2,537 por mile)........sssseceeeeeeesees +++ $653,271 86 | for example, it is so fo; 


Bay hat the lights cannot be seen more 
mile, the moment —y 4 are seen they 


\ e engineer that 
he is within a quarter ofa mile of the procedion train, and he 


is train and prevent a 








OLD AND NEW ROADS. 


Columbus, Chicago & Indiana Oentral. 
Mr. ©. W. Hassler, in his Financial Report, makes the state- 
ment that the endorsement referred to in the Pennsylvania 





by authority of the Columbus, Chicsgo & Indiana Central 
ompany. Mr, Hassler states that the original lease of the 


—The coal tonnage of the New Jersey lines operated by the | road to the Pittsburgh, Cincinnati & St. Louis was executed 


January 22, 1869, and included a yy we of the $5,000,000 of 
second, as well as of the $15,821 first-mortgage bonds, An 
ed lease was executed February 1, 1870, under which no 
guarantee of the ee bonds was given. It is now 
| alleged that the first lease was the one ratified by the stock- 


ot the Pennsylvania Railroad for the six months ending | holders, and that the amended lease was never so ratified; but 


June 30: the railroad companies have the records and must know what 
1874 1873 Increase. Pc, | they are about when they make such a statement, which would 

Main line........ $4,329,577 54 $8,805,204 88 $434,282 66 113 | 20 them no possible good if it was not true, 

New Jersey lines, 1,147,057 74 516,666 39 630,391 36 122 


Hempstead & New York. 
There is a report that the Delaware & Lackawanna Coal 


.. will complete it at once to Bay R'dge and build suita- 


ble docks there. al cars can then be ferried on barges 

Farnings guc, po 20 $90,100 53 Piast 67 OTe vgs z.& across the bay, landed at Bay Ridge, and go from there to cay 
Expenses... 15,501 92 19,964 18 ss... 98,003 98 3% | Point on Long Ieland which is reached by railroad, 

‘oe ‘ : ——j| The completed portion of the road, from Valley Stream on 

Net earnings.. $25,280 28 $19,936 38 $5,343 90 ........ 26% |the South Side road to Hempstead 15% miles, is to be sold 


ad, N. ¥., October 28, 
Ohesapeake & Ohio. 


Messrs. Fisk & Hatch have issued a circular supplementary 
to that of last month in which they state that the holders of 


Dec, P. c 
:| about $10,000,000 of the first-mortgage bonds have alread 
H ere] meas pode ll Re funded, or agreed to poms beg coupons; nearly all of the pnd 


ond mortgage have accepted the proposition, and over three- 


$63,571 HW quarters in amount of the creditors, 
54,789 1 





Cleve., Col., Cin. & Ind.... 403.175 457,964 ...... ‘ 2 The circular gives, besides a statement of the earnings of 
Cin., Lafayette & Chicago.. 98,155 igus ere oe the road, the following summary of the condition of the com- 
ae h tio. Sicaved saeeee 152048 30,962 saps 4 pany at the date of the last annual report, October 1, 1873: 
nver oO Grande.....+ . Pl {ee . 
Iilinow Central........---- 708,808 769,748 ..-.- 60,940 1% Cenital oe pm ala charter $20,000,000 09 
Missouri, Kansas & Texas. 289,000 336,823 ..... 47,823 14% ote: of median: ........ A oes 
Ohio & Mississippi........ $24,360 906,561 17,790 ...... ee ee 
St. Louis, Alton & T.H., First-mortgage 6 per cent, bonds $ ; 
GOMER TRG. co ccccccccscces 113,448 127,777 —wsenee 14,329 119 | Less repurchased and received in exchange 
St. Louis, Alton & T, H., for debenture DOnds,........+sseeeeereee 2,635,100 
branches.......++++s+++8 49,998 Gh.046  ...... 4,048 734 —_—_- 
St. Louis, Iron Mt. & Sou. 254,230 222,754 31,477 . 4 First-mortgage bonds outstanding ............0se++s++ 2,864,900 
Toledo, Peoria & Warsaw.. 67,139 98,169 =... 0 31,030 314, | Seven per cent, mortgage bonds outstanding .......... 2,124,000 
Toledo, Wabash & Western 478,475 647,080 ...... 168,605 26 | Seven per cent. debenture bonds, convertible into the 
‘West Wisconsin........+.. 66,791 66,002 699 sseaee ¥ 7 pees ~ ey e ——~ ae seteeeeseenes 8,426,000 
—The earnings of the Indianapolis, Ciricinnati & Lafayette | V'"6™ BE MEETRGRE? SORAS CUIMEBEING 20000000. ___Nals,on0 
Railroad for July were : Total mortgage debt..... eieisovenioteeakdetbeenee $19,232,900 
1874. 1878. Increase, Decrease. P.c. | Floating debt secured by first-mo e bonds as col- 
Earnings ......++++- $141,530 $169,174 soe $17,635 1146 | lateral..........000- 00+ . sdéneieds - ~ ocee sees beviene $2,290,017 78 
Expenses +++» 88,174 109,148 see e ee 20,974 19 fusing — ne by R, ad pe —_ as collateral 3,618,919 14 
—-— —— —_—_—_— ——— — ng debt without colla BOCUTILY .. cose cececece 2,294,961 51 
Net earnings... $63,365 $50,026 $3,389 gay s 7 961 5 
The expenses were 62.30 per cent. of earnings in 1874 and Dotel Realing GeWbs oes rccccvececcccescccceccvecoce $8,203,898 42 


First-mortgage 6 per cent. bords hypothe- 
cated as security to floating debt .. $2,635,100 
Beven per cent, bonds dO.......seeeseeeees 988, 
The stock is at the rate of $87,210 per mile, the funded dsbt 
$44,934, and the floating debt $19,168 per mile of road. 
The equipment of the road consists of 70 locomotives, 54 


passenger train cars, 2,128 freight train cars, and 131 road or 
service cars. 


New York Grain Deliveries. 

The Erie Railway Company sent notice to the New York 

Produce Exchange, September 10, that after tember 21, 

free lighterage deliveries of grain in less than 5 car from 
int of shipment) will cease, Thereafter, all deliveries of 

ts of less than five cars will be made from Jersey City. Small 

lota will not be aggregated to make five cars, 


A similar notice was also sent by the New York Central and 
Hudson River. 


Chesapeake & Ohio Oanal. 

At the monthly meeting of the board, September 10, a com- 
mittee was appointed to considar the subject of tolls and also 
to confer with the coal companics and representatives of the 
boatmen., The object of this last measure is to see it some- 
thing cannot be done to stop the frequent strikes among the 
canal boatmen. 


Springfield & Lllinois Southeastern. 


At the time ot the appointment of a receiver for this road, 
over $100,000 was due for labor and supplies. Under orders 





rT 


j 
f 
1 
i 
| 
| 
| 


ge 

















: 
’ 
f 
t 
: 
L 
4 
: 
j 5 
} 
b 
; 





THE RAILROAD GAZETTE, 





(Szprzemper 19, 1874 





= 


——$$——., 





off about $25,000. 


from the Court the Receiver has applied the pat chantngs to 

pain he 

tember 18 tor a modi- 
sale whic 


was to have taken pla 


Montclair. 

It is stated that the second-mort bondholders have sub- 
mitted a proposition to the Seet-aneptenge bondholders, offer- 
ing SD cal cal th Potetdad tho ova ob cdtoneed bed 

it, sum 60 advan 8 made 
2 frst ——e eotoed. T.e amount named to be advanced 
is $600, 


Houston & Texas Oentral. 


ements are being made to change the e of 91 
f the main line, from Corsic Tex. seat earne, 
Se cccndanel we teierustionsl ths tdeck tom 6 fen ¢ 


he 

lohan to 4 feet 84% inches gauge will then be made at Hearne 
instead of Corsicana. The machinery for changing car trucks 
is being pet so 9 Hearne. The company will then have 221 
miles Bins to Hearne) of standar gpuge. This will ee 
ably involve the change of the 45 miles of the Waco 
Branch. 
Southern land. 

A meeting of creditors was held recently in Washington to 
ascertain the condition of the company see what arrange- 
ments could be made yo secure creditors’ claims. It was stated 


that of the 60 miles Brandywine to Point Lookout, 46 
have been with bridges and culverts in; 60,000 ties are 
now being delivered alon, ay! — 4 the rights of way have been 


as also lands jepo paupeess, sents arves, &c, 
Under authority of the Legislatare of Maryland the question 
of the city of Baltimore subscribing $250,000 for the completion 
of the road will be submitted to the voters of that city at the 
November election. 


‘arrangements being made to put ain the fast 
ements are e ut on n the fas 
freight line from Orisfie 4., to Philadelphia wad New York, 
which was run for some time a few years ago. The steamboat 
line from Crisfield to Norfolk also probably be put on 


again. 
Pennsylvania & Sodus Bay. 

An effort is being made to bend the town of Seneca Falls, N. 
Y., for $80,000 to secure the completion of this road. 


West Pennsylvania. 


A suit is now pending between this company and the 
Columbia Conduit Gompany as to the right of the latter to Jay 
its pipes under the track of the railroad. The Conduit Com- 

any is building an oil pipe line which is to run from the But- 
ker Oil District to Allegheny City, which, if completed, will be 
a competitor for much of the business now carried by the 
road. The railroad company claims that the other party is 
not a corporation which has a right to the use ofany portion 
of its property under the Pennsylvania general law, and 
refuses to sell the right to lay the pipes under 1\s road-bed. 
Pacific Mail. 


There are reports that a new steamship line from San Fran- 
claco to China nd Japan is to be started and backed by a com- 
bination composed of the Union and Central Pacific compa- 
nies and some of the trunk lines from New York and Baltimore 
to Chicago. These reports have arisen from the quarr2! be- 
tween the Pacific Mail Company and the Pacific railroad com- 
~—. and it is impossible tc say how much, if any, truth is 

n them, 


St. Louis Union Stock Yards. “t 

new yards of this company were formally opened for 
RS September 10. Thar cover 234% acres and have ail 
the necessary buildings, and have direct connection with all 
the roads entering St. Louis from the west except the St. 
Louis, Lron Moun & Southern, and a connection with that 
road will shortly be made. 


Rochester & State Line. 

ahe road from Rochester, N. Y., to Le Roy, 25 miles, has 
been opened for business. Regular trains began to run Sep- 
tember 15. 


Rochester, Nunda & P lvania. 

The track is laid to Tuscarora, N. Y., 17 miles north of the 
southern terminus and about three miles from Mount Morris. 
An engine and a number of cars are on the road. 

Western Texas Narrow Gauge. 
The city of Houston, Tex., has voted to take $100,000 stock 


in this company, and work is to be begun at once. The road 
is to be of 3-feet gauge and to extend from Houston, Tex., 
west about 200 miles to San Antonio. 


Goldsboro & Olinton. 
It is proposed to build a railroad from Goldsboro, N. ©., 
southwest about 80 miles.to Clinton, in Sampson County. 


Oape Breton. . 

early 10 miles of the road back from Louisburg, Cape 
Breton, are finished, and the iron bridge over the Mire River 
is well advanced. The road is being bullasted, and it is be- 
lieved that it will be finished far enough to bring coal to Louis- 
burg wharf before winter. 


* eee is d d tracklaying has b 

id e. one and trackla as been com- 
Bh . on thie sor a Stes is an extension of the Windsor & 
Annapolis from Annapolis to Yarmouth, at the extreme south- 
western point of Nova Scotia. 


Syracuse, Phonix & Oswego. 

The o al intention of this company was to use the 
Syracuse Northern road: from Woodward’s to Syracuse, but 
since the latter road passed under the control of its present 
owners that cannot be done. It has been decided to form a 
new company to build 74 miles of roid, from Woodward's to 
Syracuse. 


St. Louis, Keosauqua & St. Paul. 

All work has been stopped and several law suits have been 
commenced to decide the ownership of the road-bed, so far as 
done, and other property. 


Nevada Oounty. 
The directors have determined finally to go on with the 
work and buff the road from Nevada City, Cal., to the Cen- 
tral Pacific at Colfax. Pro 8 have been advertised for and 
10 per cent, of all subscriptions called in. 
Worcester Oounty Central. 
The surveys of the line from Worcester, Mass., west by north 
to Hardwick are nearly completed. 
Lowell & Andover. 
Tracklaying has been commenced and a locomotive and con- 
struction train has been put on the road. 
Texas & Pacific, 
The contractors west of Dallas have asked the 


i, in order to enable them to complete the road to Fort 
rt 


orth. 

The Paris (Tex.) Press says that the contractors are tearing 
up the bridges along the line of the Trans continental Division, 
bet» cen that city and Brookston, and shipping the timber be- 
yond Dallas, where work in the direciion of Fort Worth is 
progressing. : ‘ 

A meeting of the directors was to be held in Philadelphia 
this week for the purpose, it is stated, of considering the 
question of an application to Congress for a subsidy. 


Buffalo Coal Oompany. 


A company by this name has been formed in Buffalo, N. Y., 
and has secured contrul of a large tract of coal land in Mc- 
Kean County, Pa., which it proposes to work actively. In or- 
der to reach the property the company is making arrange- 
ments to build railroad 25 miles long, from Larrabee’s, on the 
Buffalo, New York & Philadelphia, southwest to Bishop’s Sum- 
mit, 

Buffalo & Jamestown, 

The grading from Gowanda, N. Y., to Dayton is well ad- 
vanced and work has been begun between Dayton and Cherry 


Hill. Beyond Dayton)in the Conewango Valley the work is 
comparatively light. 


Dividends. 


Dividends have been declared by the following companies : 
New York Central & Hudson River, 4 per cent., semi-annual, 
ayable October 15, Transfer books will be closed from Sep- 
ember 17 to October 20. 

Dubuque & Sioux City, 2 per cent., payable October 15. | 
East Tennessee, Virginia & Georgia, 3 per cent., semi-an- 
nual, payable October 1, 


Meetings. 
The companies named will hold their annual meetings at 
the times and places given : 

Ohio & Mississippi, at the company’s office in Cincinnati, O., 
October 8, at 16a. m. 
New York, Providence & Boston, at the company’s office in 
Providence, R. I., September 29, at 10 a, m. 
ae Jersey Southern, at Long Branch, N. J., October 14, at 


noon, 
Rockford, Rock Island & St. Louis, at Rock Island, Ill., Oc- 
tober 14, 


Syracuse Northern. 

The arguments in the foreclosure suit brought by the 
second-mortgage bondholders is to be heard at a special term 
of the Supreme Court this month. 


Utah Western. 


The grade from Salt Lake City to Lake Point is bein 
finished up. The pow bridges are completed and the res 
of the bridging is being inade ready. 


Lake Shore & Michigan Southern. 


Trains on this road now run to the new transfer depot in 
William street, Buffalo, instead of the old depot in that city. 


Junction & Breakwater. 

A steamer line from New York to Lewes, Del., the bay ter- 
minus of this road, has been established by the Gld Dominion 
My ene] Company, which now owns a controlling interest 
in the road, 


Montolair. 

The committee of bondholders requests all holders of first- 

mortgage bonds to communicate the amount and number of 

ae bonds to Wm. O. McDowell, No. 25 Nassau street, New 
ork, 


East Tennessee, Virginia & Georgia. 

At the annual meeting in Knoxville, Tenn., September 2, 
the stockholders voted to ratify the contract made with the 
North Carolina Railroad Company, by which that company 
agreed to repay all money spent by the East Tennessee Com- 
pany on account of the Western North Carolina Railroad, and 
also to complete the road to the State line at Paint Rock, the 
Tennessee Company agreeing, on its part, to extend the Cin- 
cinnati, Cumberland Soe & Charleston road from its present 
terminus, at Wolf Creek, to Paint Rock. 

here was also some discussion as to local freight rates, and 
as to passing stockholders to the annual meetings. 

Railroads in Mexioo. 

The Government of Jalisco has approved the statutes of the 
Guadalajara & San Pedro Railroad Company, the provisional 
Board of Directors having been organized as follows: Presi- 
dent, Sr. D. Antonio Alvarez del Castillo; Vice-President, Sr. 
D. Teodoro Kunhardt; Secretary, Sr. D. Antonio Mijares; Sub- 
Secretary, Sr. D. Jesus Camarena; Treasurer, Sr. D. Agustin 
L. Gomez. It has been reported in Mexico that a company 
has been coganised in London to construct a railroad from the 
Gulf of California at Guaymas, in the State of Sonora, due 
north 300 miles to Tucson, Arizona, about 35 miles being in 
the United States. The report is that there are to be 60,000 
shares of £20 each. The State of Sonora favors the project, 
but the Government of Mexico has given no charter tor such a 
mae The country on the line is very thinly peopled and deso- 
ate, 


New York Oentral & Hudson River. 


The board of directors at the last meeting, after declaring 
the usual 4 per cent. semi-annual dividend, resolved that here- 
after dividends should be made noche dia January, April, 
July and October—instead of half-yearly. 

tt is stated that the company has negotiated $3,000,000 more 
of its bonds in London, at a price equivalent to 105 in cur- 
rency. The money thus pp ntbe ny will be sufficient for the 
completion of the third and fourth tracks to Buffalo. 


Peoria & Rock Island. 


The trustee under the first mortgage, Mr. Charles L. Frost 
has called a meeting of the bondholders, which will be held at 
his office, No. 58 Broadway, New York, September 24, at 12 
noon. A full attendence of bondholders, either in person or 
by proxy, is requested. 


United States ontracts. 
Col. 8. T. Abert will receive at his office, No, 812 Seven- 
teenth street, Washington, D. C., until September 22, pro- 
posals for the following works: 
Dredging and construction of dyke, Rappahannock River. 
Dredging mouth of Occoquan River. 
Dredging Nomini Creek. 
Dredging Aquia Creek. 


Erie. 


_— 


any in that town and subsequently, payment being refused, 
evied on the property. The company has never paid loca 


taxes. 


meets at Milford, Pa., September 22. 





ple of Fort 


orth to subscribe for $60,000 county bonds at 50 cents on the, 


to 


The engine house at Otisville, N. Y., on the Eastern Division, , : 
was burned on the night of September 10, with the engine of a| Oolumbus, Ohicago & Indiana Central. vanis Baik 
construction train which was in it at the time. The loss is said 





tour ot the leading officers over the line will be an increage in 
the privileges of ticket holders as to stopping over on the road 
and the time for which tickets are good, and an increase jp 
local accomodations on certain parts of the line. 

The old Erie building at Duane and West streets, New Y, 

is being prepared for the removal thither of the general offices, 
As an additional check upon conductors the tickets op 
through trains will hereafter be taken up by collectors, who 
will come on the train near the end of the route, the condue. 
tor only canceling the ticket and leaving it with the passenger, 


Pennsylvania. 
It is stated that the report of the Investigating Committee, 
which will make a volume of nearly 800 pages, will, without 
seriously censuring the past management, recommend a more 
conservative policy in future. The management, however, ig 
blamed for the anomalous position held towards the Philadel. 
delphia & Erie road, and for the heavy losses incurred in cop. 
sequence of the investments south of Baltimore. The value 
of the Western connections is thoroughly discussed and the 
conclusion reached that farm products will not at present 
gerene bear transportation and yield a fair profit, that the ten. 
ency of prices is downwards, and that no further reduction of 
rates can be afforded. 
In going through the assets a heavy reduction has been 
made in many cases from the values given in the last report, 
This is notably the case with the interest in Allegheny Valley 
Pittsburgh, Cincinnati & St. Louis, Philadelphia & Erie, an 
Baltimore & Potomac securities. 


Cincinnati, Rockport & Southwestern. 
Track is laid from Rockport, Ind., a little east of north to 
Jasper, a distance of about 40 miles. The road has thus far 
been built entirely with money furnished by the stockholders, 
and there 1s no floating debt. A mortgage for $6,000 per mile 
was executed, but the bonds were not sold. 


Junction City & Fort Kearney. 

The Clay Center (Kan.) Dispatch says that work has been 
resumed on this road and grading is in progress from Cla: 
Center, the present terminus, northwestward up the Republi 
can Valley. 


St. Louis & Southeastern. 

The Evansville (Ind.) Courier of September 10 says: “A 
meeting of holders of first-mortgage bonds of the Evans. 
ville, Henderson & Nashville Railroad was held a few days ago, 
at the office of William Alexander Smith & Co., in New York, 
Measures for holders were taken, but we have not yet learned 
the result of their deliberations ; but from the fact that the 
holders of $187,000 worth of the first-mortgage bonds of the 
Evansville, Henderson & Nashville Company have already ap- 
plied for the foreclosure of the mortgage and the appointment 
of a receiver of the effects of the road, it is inferred that the 
holders of the first-mortgage bonds in New York resolved at 
this meeting to become parties to the suit. The latter repre- 
sent the balance of the $1,000,000 mortgage bonds. There is 
little doubt that this brings the financial troubles ot the South- 
ern Division of the Southeastern road to a crisis.” 


Southern Pacific, of California. 


Recently an application was made to the city of Los Angie, 
Cal., for the transfer to this company of the 750 shares held by 
the city in the Los Angeles & San Pedro Railroad Company, 
under an agreement made some two years ago. The city 
authorities have refused to make;jthe transfer on the ground 
that, while the company has laid the amount of track required, 
it has not yet built a depot and shops in the city, which was 
also required in the agreement. 

Surveys are being made for the line from Los Angeles to the 
Tehachepa Pass. 

It is stated that a new line is to be built from San Francisco 
to the Seventeen-mile House, on the route by South Beach 
and Potrero. Arrangements are being made for the right of 
way. Itis intended to put on more trains between San Fran- 
cisco and San Jose and do as much as possible to develop the 
suburban traffic. 


New Jersey Midland. 


The carnings of this road for August are reported, in round 
figures, at $55,000 ($625 per mile) and the current expenses at 
$31,000. Interest on the funded coupons has been yooneey 
aid, as have been generally the wages of employes, ‘he 
reight business shows a steady increase, especially in the 
milk business, and also in butter and cheese ireights. Dur- 
ing the present year 600 tons of rails have been used for re- 
pairs, which appears to be a very large amount for so news 
road. Several locomotives and a number ot cars have been 
added to the equipment. 


Des Moines Southern. 

It is stated that arrangements are being made to —_ A 
company by this name to build a railroad from Des Moines, 
Ia., southward to a connection with some line leading to St. 
Louis. 


Marietta & Cincinnati. 

The yt shops at Zaleski, 0., caught fire on be 
morning of September 9 and were entirely destroyed, wit 
about 25 treight cars, most of which were old and in a more 
or less damaged condition. The loss is estimated at $75,000. 


Dakota Southern. 

Surveys have been begun for an extension from Yankton, 
Dak., northwest to Brule City, a distance of about 100 miles, 0 
the direction of the Black Hills, 


Atlantic & Lake Erie. , 

Work on the section from New Lexington, O., to Moxahala is 
progressing rapidly. The iron has commenced to arrive an 
18 being laid as fast as possible. 


Osage Valley & Southern Kansas. ‘ 
This road is adyertised to be sold under foreclosure of 
age in St. Louis, December 10. The road is 25 male “ 
rom Tipton, Mo., north to Boonville, and is operated by 
Atlantic & Pacific Company. 


South Side, of Long Island. sep 
The foreclosure sale has been again postponed, from 
tember 9 to September 16. 


New Mail Routes. the foF 
Extensions of mail service have been ordered over 
lowing new lines : ¥s., #0 
» Valley —— of Virginia, from Harrisonburg, '* 
taunton, 26 miles, 
Galveston, Harrisburg & San Antonio, from Flatonis, Te 
to Luling, 35 miles. , 


Some time since the authorities of Lackawaxen township in ; i stern. 
Pike County. Pa., assessed taxes on the property of the pte Chicago, Pekin & Southwe 


Surveys have been begun for the extension from Berea 
northeast to Joliet, and it is said that the means are 


taxes in Pennsylvania, as it has always been held that the for building this section of cand 55 anes. 
annual payment of $10,000 to the State was in lieu of all other | [linois Central. 

janet — a pcp a granted ae in- cee tbe 
unction prohibiting the sale o © property levied on until | will bably be closed for two weeks. Meantime y 
the case can be tried at the regular term of the court, which Central ‘coins eroes “the Mississippi on the Chicago & North 


; : and 
The Dunleith & Dubuque bridge is undergoing repel soi 


western bridge at Clinton. 


Notice is given by the President of the Pennsyl ts that 
road Com aly that he has been advised by correspond n iy of 





be $30,000. 
It is stated that among the results of the recent business | the follo 
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this company secured second m e of the property: 
“The within bond is additionally bya lease of the 
road to the Pittsburgh, Cincinnati & St. Louis Railway Com- 
pany, and the payment of interest and principal of the entire 
series of bonds mentioned herein _ by the Pitts- 
burgh, Cincinnati & St. Louis way Company and the 
Pennsylvania Railroad Company.” 
Both these companies therefore desire to state that they 
never authorized this or any other statement to be placed on 
these bonds, and that they did not know of its existence until 
the failure of the Columbus, Chicago & Indiana Central to 
interest on these second-mortgage bonds A t 1, 1874 
These bonds are not included in the terms of the existing 
lease, and neither the Pittsburgh, Cincinnati & St. Louis, as 
lessee, nor the Pennsylvania, as guarantor, is responsible in 
any way for these bonds or the interest thereon, unless there 


should be a surplus of net earnings or rental applicable thereto 
under the terms of the lease. 


Valley of Virginia. 

The board has resolved to continue work at the present rate 
until December, when there will be some reduction in the es- 
timates allowed contractors monthly. 

The convention to advocate the extension from Salem to the 
Tenpessee line met in Staunton, Va., September 9, witha 
large attendance and passed resolutions in favor of the exten- 


-, and requesting the Legislature to grant the necessary 
charter. 


Painesville & Youngstown. 


Work is progressing on the unfivished section between 
Niles, O., and Youngstown, which, it is expected, will be 
completed in October. 


Sayras & Delaware Bay. 
his road was to be sold at sheriff's sale in Smyrna, Del., 
September 17, to satisfy a number of judgments, e road is 
16 miles long, from Bombay Hook, Del., west to Massey’s, the 
unction of the Kent County and Queens Anne’s & Kent roads. 

e rails were laid last year, but it is not ballasted and has 
never been operated. It was intended to be part of the New 
Jersey Southern’s line to Baltimore, but work was stopped 
when that company failed, 


Banta Barbara & Tulare Valley. 


A project is on foot for a narrow-gauge road from Santa Bar- 
bara, Cal., northwest to Bakersfield in the Tulare Valley. 


Lancaster Air Line. 


It is now forgone to build from Lancaster, Pa., nearly due 
east, striking the Stony Creek road near Norristown and con- 
necting through that road with the North Pennsylvama and 
its new line to New York. 


Stockton & Ione. 


H. B, Platt, contractor for the construction of this road, has 
concluded a contract with the Arroyo Seco Grant Company, 
whereby the latter agree to donate to the railroad the right of 
way through their possessions and twenty-five acres of land 
near Ione City, Cat., for depot purposes, together with the 
ey a of mining and hauling coal from the coal beds on the 
grant for a number of years. On the other hand, Mr. Platt 
agrees to pay the Grant Company 50 cents per ton for a speci- 
fied amount of coal so taken out each year, and to finish the 


toad to lone within two years from the time work is com- 
menced on the same. 


The Hudson River. 
During the past year surveys have been made under the di- 
rection of the New York Canal Commissioners to ascertain the 
sibilitv of providing an additicnal supply of water for the 
udson River. Itis now proposed to regulate the present 
supply by erecting dams on the upper tributaries to hold back 
the water which comes down in the spring freshets. It is also 
proposed to bring a very large additional supply from Rac- 
quette, Forked and Long Lakes, in the Adirondack region, 
which now have their outlet in Cold River, a tributary of the 
St. Lawrence, by damming Cold River just below the outlet of 
ae Lake. The water from these lakes can then be turned into 
atributary of the Hudson a acanala mile and a quar- 
ter long and 11 feet deep. The scarcity of water at Troy and 
ms below Albany has been a source of trouble for some years 
past. 


Low Freights. 


The Buffalo Commercial Advertiser of September 3 says: 
“There have been periods in which freight rates have ruled 
very low in consequence of short crops or commercial panics, 
but never before in the history of our lake marine have 
freights by water averaged so low as they have the present 
season, From the opening of navigation to this time hardly 
one profitable charter has been secured. Rather than con- 

ue the ruinous competition nearly as many vessels of all de- 
scriptions have recently laid up as remain in commission. 
This great reduction ofthe available tonnage has helped the 
matter a little, so that the large and more economical vessels 
are now paying expenses—but that is about all. 

“The demoralized condition of the carrying trade may be 
judged from the following statement of the average freights 
on wheat and corn from Chicago to Buffalo, and the average 
rateon the same cereals by canal from Buffalo to New York, 
for the month of August in the ten years named: 


——LAKE.—— -——CANAL. ——~ 
Wheat. Corn. Wheat. Corn 
Year Cents. Cents, Cents, Cents. 
1865 11 6.6 14.5 12.5 
10.3 8.4 16.7 133 
5.6 4.1 13.7 11.7 
1.8 6.6 41 11.6 
5.0 4.8 14.0 12.0 
5.0 4.7 9.4 9.2 
6.2 5.7 11.8 10.8 
9.6 8.8 12.0 11.0 
6.5 5.6 10.6 9.6 
3.1 2.1 9.0 8.0 





“From this exhibit it will be seen that the average rate 
last month was lower by both lake and canal than the average 
of either of the nine preceding years. By lake the average 
1 ight for August, 1874, was not half as much as that for 

ugust, 1873, and it was less than a third of the rate for the 

" August, 

The low freights this season are 


pe depression in all departments o 


ment 


rincipally due to the 
pres e. At the open- 
Navigation vast quantities of grain were awaiting ship- 
at the West, and a large amount has come from the in- 
since; but, there being scarcely any other property to 
iy every sort of craft went for grain freights, and the sup- 
n° tonnage was largely in excess of the demand. Thus the 
poor hak we down to the bottom figure. It would not have re- 
of ned there long, however, had it not been for the existence 
*© Many mammoth carriers. These vessels can do business 
- tably at lower figures than their less capacious rivals, and 
vou iw inued at work fur rates which, four or five years ago, 

“Tt have forced the entire lake fleet to tie-up. : 
avers fvident from this fact that freights would not have 
been pod. as high this season as formerly, even if business had 
vessel its normal condition. How rapidly the large-class 
that Aid increasing is shown by the capacity of the fleet 
‘ Passed Detroit this week. The fleet numbered eighty-. 
wat, Yoasels, having cargoes aggregating 1,414,000 bushels of 
00 bare? bushels of corn, 5000 bushels of oats and 12,- 
80,000 oon gl flour. Thirteen of the vessels carried upward o: 
; ten carried 40,000 bushels each and nee five 

, 


Satried 50,000 or more each, and one carried 68,000 bushels. 


f | chains of line. 


The on of monster vessels in this fleet was not un- 
e game average would doubtless be found in any 
fleet containing the same number of vessels, 

“The advent of these large vessels is a long step in the di- 
rection of cheap trans tion; but they make rather hard 
— for the owners of small craft, which are driven out of the 

usiness.” 





Action of the British Railway Commission. 


We have heretofore called attention to the work of this com- 
mission, and publish the following as an example of the class 


ot cases which comes before it, and of its method of treating 
them : 


The case of the Carmarthen & C Railway Company v. 
the Central Wales & Carmarthen Junction Company came be- 
fore the court Monday, A t 24, when the Chief Commis- 
sioner (Sir Frederick Peel) delivered the followin judgment. 
The case was concluded on the 6th of September, on the 
seventh day of ge 
“This is a case in which we are called upon to determine the 
payment to be made by a railway company for the use under 
running powers of a portion of the line of another company. 
It makes the case a little complicated that the line of rails so 
used was adapted to the traffic of the snes company at the 
expense partly of that company. Arbitration having been 
tried to no purpose, the two companies seem to have done 
wisely in referring the matter for our decision, under the Act 
which we have been appointed to administer. The claimants 
in the case are the Carmarthen & Cardigan Company. Their 
line is 19 miles long, and extends 55 chains, or nearly three- 
uarters of a mile, south of Carmarthen, to connect at the 
——o Junction with the South Wales section ot the Great 
estern Railway Company. The other party to the case is 
the Central »ales & Carmarthen Junction Company. Their 
line of 13 miles in length joins the Carmarthen & Cardigan 
Railway at Abergwilly Junction, one mile and ten chains north 
of Carmarthen Junction, and the proper payment to be made 
by the Central Wales Company to the Carmarthen & Cardigan 
pony woe for the use of that station and of the one mile and 
ten chains of railway is the question for our decision, The 
line of the Central Wales at its other end, at the junction near 
Liandilo, connects with the system of the London & North- 
western Railway Company, who in fact work the Central Wales 
line for all traffic, through and Iecal, and also run between 
Abergwilly and Carmarthen under the powers of the Central 
Wales Company. The line of the Central Wales was originally 
a branch, and was styled the Carmarthen Branch of the Llan- 
elly Railway. In 1871 this branch and the Swansea Branch 
were severed from the undertaking of the Llanelly Company, 
and united into an independent line under the name of the 
Swansea & Carmarthen Railways. In 1873 this union was also 
dissolved, and the Carmarthen Branch has since existed sep- 
ately as the line of the Central Wales & Carmarthen Junction 
Company. 
their line the place formerly occupied by the Lianelly Company 
andthe Swansea & Carmarthen Company successively ; and 
when we speak in this judgment of the Central Wales Com- 
pany we include in that term their predecessors during the 
periods of their successive « ccupation. We will first notice 
the claim of the Central Wales to have the terms of 
payment made specially easy to them, on the plea that 
under their Acts of Parliament they had the choice of two ways 
of going from aay Junction to Carmarthen, having 
either to use the existing line of the Carmarthen & Cardigan, 
subject to terms for the user, or to make a new 
and competitive line, and that in contenting them- 
selves with running powers and forbearing from the 
construction of a separate line they conterred a benefit 
upon the Carmarthen & ep Company. In our opinion 
the manner in which the Central Wales exercised their 
statutory option tended as much to their own advantage as to 
that of the Carmarthen & Cardigan comer and we do not 
consider that it would be just in calculating the terms of pay- 
ment to have regard to the circumstance that there was this 
option or to the use that was made of it. We come next toa 
int which was put by the other side. In 1864 the Carmar- 
hen & Oardigan was broad gauge, and therefore not adapted 
to the narrow-gauge rolling-stock of the Central Wales. Ac- 
cording to the Act of that year the narrow-gauging of the por- 
tion of railway covered by the running powers was to be done 
by the Carmarthen & Cardigan Company at their own expense, 
or, if so agreed, by the Central Wales. It was actually done 
by the Central Wales Company, who expended a sum exceed- 
ing £5,000, partly on the line and partly on buildings and sid- 
ings at the Carmarthen station. The point put by the Car- 
marthen & Cardigan Company was that had the works been 
done at their own expense, they would have been entitled ‘o 
an extra toll to recoup them that expense over and above the 
ordinary toll for the user of their line, and that the Central 
Wales should receive ample allowance for having relieved 
them that expense by undertaking it themselves if they 
should not be surcharged with an extra toll. Upon this point 
we dissent from the view of the Carmarthen & Cardigan 
Company. We think that what the Central Wales did at 
their own expense at a corresponding saving to the Carmar- 
then & Cardigan Company should be kept in view for 
a further purpose than that suggested, and that the amount 
even of the toll proper as it may be called, or ordi toll, 
should be affected by it. We will now proceed to consider in 
what form and of what amount the payment to be awarded 
should be. It was suggested on behalf of the Central Wales that 
the cost of the portion of line and of the station being ascer- 
tained, they should pay interest on a specific proportion of 
such cost, and should then be regarded as Foint owners, as it 
were, with the Carmarthen & Cardigan of that much of 
their property, and as neveas purchased the right to make 
any use of it that their trafic might require. e think it 
would scarcely be fair to the Carmarthen & Cardigan Com- 
pany to take this course, and we prefer that they should be 
aid by tolls, and that the sums t ey receive should vary with 
Phe actual traffic from time to time. The principle of a fixed 
rent, however, seems to us not unsuited to one part of the 
case, and in the sum we have apportioned for the station it 
has been given a limited application. The ascertained cost of 
the station is £15,251. It was put at that figure by the engi- 
neers on both sides. We showin a separate paper the items 
composing the total. Interest upon that sum at 5 per cent. 
per annum for rent and LS ag cent. for maintenance and re- 
newal amounts to £1,220; and we think the Central Wales 
should pay yearly two-sevenths of £1,220, or £348, the ratio of 
2 to 7 being the same as the proportion which their use of the 
station bears to the total use made of it. We must, however, 
deduct from the sum of °£348 £141 way of interest at 5 
per cent. on £2,823, which we find to have been ex- 
pended by the Central Wales on works at the station, and thus 
we arrive at the sum of £207 a8 the net payment to be made 
early by the Central Wales to the Carmarthen & Cardigan 
‘or the rent, maintenance and renewal of the Carmarthen sta- 
tion. For the current station services, such as superinten- 
dence, porterage, gas, rates, etc., we fix the Central Wales 
contribution at £150 a year. There is besides the agreed sum 
of £60 for water. The three sums added together make the 
total annual payment of the Central Wales under the head of 
station and s' tion services, £417. We will now state our con- 
clusions regarding the toll to be paid for the one mile and ten 
uch stress was laid in the course of the hear- 
ing upon the sums paid for like services by the Great Western 








Railway Company to the Carmarthen & an, and by the 


That company therefore occupy to the extent of 
























































Central Wales to the a. Com ° 
bear a great resemblance to the present one, and they 
ot use to arn a meh & best eng ey ye show 
1 yee at the payment should be, and, as it happen 
the case we are dealing with has rs 
every assistance for comin The 
one mile and ten chains of tine cost or are vained at £10,574 
inclusive of the Central Wales outlay of £2,376 in narrow-gaug- 
ing the line by the addition of a iail. Seven and a 
cent. upon this valuation—namely, 5 re cent. interest and 24% 
for maintenance and renewal—would amount to £792, and it 
a _— were . 7 = yore — : — com 
panies in respect of their m an equal use 0 portion 
of the line the share of each mA ‘ £396. But from the 
share of the Central Wales we must deduct 5 per cent. on 
£2,876, so that according to this test the sum payable by tho 
Central Wales should be about £278 a year, the remainder of 
£396 after subtracting £118, We will take as another test the 
earnings of the Central Wales. In 1873 the total receipts of 
that company from all traffic, through as well as local, to and 
from Oarmarthen, are £5,566. In this sum is included the 
haulage, under agreement, of the London & Northwestern 
Railway oe , Whose charge varies trom 15 to 25 per cent. 
according to the kind of traffic. In it is also included a sum of 
£1,366 for terminals, atthe rates of the Clearing-house, and, 
as appears by the evicence and by the terms of the agreement, 
deducted prior to charging for haulage. in reference to this 
allowance for terminals, the Carmarthen & Cardigan made a 
claim to share in profits accruing to the Central Wales, from 
cartage done by them at the Carmarthen station, but we do 
not think there sre any solid reasons for granting it. Haulage 
and terminals deduc the line earnings of the tral Wales 
Company in 1878 from Carmarthen traffic could not have ex- 
ceeded £3,360. If the local traffic were uniformly distributed 
over the run of 14 miles and 13 chains from Carmarthen to the 
Llandilo Junction, the average receipts per mile would bea 
clue to the proper payment for the one mile and ten chains of 
the Carmarthen and Cardigan line included in the longer dis- 
tance. But as the local passenger traffic between Carmar- 
then and the two nearest stations of the 
Central Wales was not less than one-half of the whole 
local passenger traffic it would obviously not be fair to the 
Carmarthen & Cardigan Company to divide according to mile- 
age, even to find the minimum sum that should be paid, and 
the value, therefore, of this particular test lies chiefly in 
enabling us to keep the toll in due proportion to the fund out 
of which it would come, It may, we think, be assumed that 
the local traffic of the Central Wales passing over the Carmar- 
then & Oardigan’s portion of the line is at leass double what it 
averages for an equal distance upon the Central Wales’ own 
line, and upon a full review of the case and full consideration, 
we are of opinion that a toll would not be excessive in itselt or 
out of i to the fund sn mentioned which, upon @ 
traffic equal t) that in 1873, realized the sum of £470, out of 
which the Central Wales would retain £118 by way of interest 
at 5 per cent. on their ae of £2,376. In pursuance of 
this view, we have framed a table of rates, which, applied to 
the traffic of 1873, produces the sum of £470, 
from one of the tavies put in during the bearing in the rate or 
toll per passenger, which we fix at twopence first and second 
class — and at threepence return, and at one penny third 
class and parliamentary single, and one penny halfpenny re- 
turn, Our other rates and tolls are the same as in the scale 
proposed by Mr. Broughton in his evidence, This table of 
rates is granted by ua subject to revision on the demand of 
either company at any time during six months after the ex- 
ap oy of the first and every succeeding period of five years, 
e also intend that the rates and deductions, both for the 
station and for the line, shail apply as well to the past as to the 
future, and we order that any amount found due on the re- 
turns of traffic since December, 1867, shall be paid with inter- 
est at 5 per cent. per annum in the course of the next twelve 
months, We make no order as to costs.” 


It differs only 








Long Railway Runs, 


It is a well understood proposition, and one generally acoept- 
ed as true, that nothing operates more effectually to increase 
the time spent in accomplishing a given journey by ruil than 
working trains on the short run system; and it 16 also true 
that so-called fast trains which stop frequently are the most 
expensive that it is possible to use. The reason for this last 
fact is obvious. Not only is much fuel wasted in doing work 
which is afterwards undone by the brakes in a way which we 
have already fully explained when dealing with the rolling 
stock of the Metropolitan Railway, but the speed of the train 
when running must of necessity be vary high in order that the 
train may, in any sense, fulfil the condition of being “ fast.’ 
But high speeds represent a great consumption of fuel, and 
augmented wear and tear of engines, carriages and road ; and 
it will be found, as a result, that very few fast stopping trains 
are run by railway companies who understand in what true 
economy consists. Trains which stop at many stations in 
close ry 4 are essentially slow, no attempt being made to 
travel at a high velocity between the stations ; and those who 
require conveyance over long distances select trains the aver- 
age velocity of which, measured by the mule, is not very high— 
continuous running without a break getting the train over the 
ground in excellent time, As an example of the latter class of 
train we may take the Scotch mail on the Great Northern, 
‘i his train accomplishes the whole distance between London 
and Edinburgh—about 400 miles—in nine hours and thirty 
minutes, the average speed being about forty-two miles an 
hour. It would be necessary to run this train at an enor- 
mously higher velocity if the stops were more numerous. Ags 
it is, we believe we are correct in stating that on no other line 
in the kingdom is a train to be found which gets over a greater 
distance in nine and a half hours, Itis true that on the Great 
Western trains are run which accomplish 200 miles in about 
four hours and twenty minutes ; but a run of 400 miles is not 
made on any line, save the Great Northern, in much less than 
ten hours. Long runs require very good engines and excel- 
lent rolling stock ; but these jars given, long runs are de- 
cidedly conducive to economy, and there is no reason why they 
should not be more freely adopted than is now the case on 
many important lines, and on all such lines the Fy ar- 
parently might be extended with advantage. For example, 
there is apparently no good reason why the run from London 
to Liverpool, via Runcorn, should not be accomplished with- 
out a stop, or at all events with but one stop, and in, say, four 
hours, the distance being, as nearly as may be, 200 miles. Tle 
road could not easily be made much better than it is, but the 
existing carriages would, for obvious reasons connected with 
the comfort of the public, not be suitable for such runs, and 
something in the nature of Pullman cars would be essential ; 
at all events, free circulation through the train would be re- 
quired, But this presents no ya It is perhaps open 
to doubt whether a locomotive could be constructed which 
might be relied un to accomplish a journey of 200 miles in four 
hours without stopping, and the work would no doubt be ex- 
hausting to both driver and stoker. We have already ex- 
pressed our opinions concerning the locomotives required for 
such work in a former impression, and we shall not furthr 
refer to the matter now, except to say that we believe it to be 
quite possible to construct engines which would be perfectly 
reliable, although they would, in some important matters of 
detail, differ from ordinary locomotives. The great difficulty 
to be contended with in working trains on such a long run :@ 
that under consideration lies in providing water enough. This 
would not stand in the way of the London & Northwestern 
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Company, who may use Ramsbottom’s tanks, of which the 


dimensions, or to some 
the Kops tendenn, whieh seenlt peovebly 
jections to use e w w probably 
neutralize all the advantage to be gained from long continuous 
that Rambottom’s is the 
only t by which a tender while in rapid motion can 
be yeplenished with water. 

The idea of trains between London and Liverpool 
direct resulted in , although at one time it was stated, 
with some show of authority, that the directors were actuall 
providing the requisite ae Sere and on the Midland Rail- 
way trains no longer run without a stop to Leicester—a fact 
in some measure accounted for by the difficulty met with in 

poner Lome without the aid of the Ramsbottom trough. 
fs wey: these circumstances, be argued that the long run 
system is already fully developed ; but this we dispute. We 
have very little doubt that, on the contrary, as great towns, 
such as Liv increase in size, it will become almost es- 
sential to establish a railway ce between them and the 
m so rapid and #0 heavy that it can only be dealt 
with trains og J directly from oe to city without a 
atop. it, for example woopedl ons provide a suflicient num- 
ber of ers London at an given hour in the twenty- 
four to fairly fill a train of, say, twelve coaches, it will be worth 
while to run that train bh ndon without a swp ; and 
we feel certain that, if such a through train, properly con- 
structed, were put on to-morrow, puaking the run in, say, four 
and a half it wouid not only be the most popular train 
on the but also the train worked most economically. 
However may differ in this country as to the value of 
the long run system, it is certain that our friends in the United 
States are ined to give the system a fair trial. Since 
ist of June the Pennsylvama Railroad Company have com- 
menced working jong run trains between Pittsvurgh, Puila- 
delohia and New York. The distance is 444 miles, and the 
train stops on the road but three time—at Altoona for five 
minutes, after a continuous run of 117 miler from Pittsburgh ; 
then comes a run of 182 miles to Harrisburg, where the train 
8 tor twenty minutes for dinner; the next stage is to 
Phisdelpbia, 108. miles. The train stops here for five minutes, 
and then across New Jersey for 40 miles to New York. 
Nothing at ail comparable to this work has ever before been 
done on a railway, except once or twice by special trains under 
exceptional circumstances. ‘the run of 132 miies is no doubt 
a wonderful feat, and redounds not a little to the credit of 
Awerican engineers. The entire line, we may state, is laid 
with 60 ib. steel rails, laid on oak sleepers and thoroughly well 
fished, the track being admirably ballasted. ‘The train is made 
up of P n cars of the most luxurious description, and 
fitted throughout with the Westinghouse brake ; the engines 
are supplied with water when running on Kamsbottom’s sys- 
tem, and no pains ap to have been spared by the compauy 
to provide for the oty and comfori of the public. 

As regards the velocity of this train, we learn from the pub- 
lished time-table that the train leaves Pittsburgh at 7:25 a. m, 
and reaches New York at 9:30p.m. Deducting half an hour 
for. stopping, we have as the total running time 14 hours 5 
minutes, or say an average velocity of 31.7 miles an hour. Not 


a high 6 certainly, but in no other purt of the world is it 
easy, We eve, to og ae a distance so great in the given 
num hours. The first run of 117 miles is pertormed in 


four hours, or at the rate of 29.25 miles an hour; the next run 
of 132 miles is done in four hours, or at the rate of 33 miles an 
hour ; the distance from Harrisburg to Philadelphia, 105 miles, 
is run in three hours and fifteen minutes, or at the rate ot, 
say, 32.3 miles an hour; the fnal 90 miles across New Jersey 
being accomplished in two hours and tifty minutes, or about 
$2.1 miles an hour. We take it for granted that no great dif- 
ficulty would be encountered in running the train at a higher 
speed, and performing the whole distance, say, in ten hours 
instead of fourteen, if it were worth while. As the facts stand, 
however, they prove that in America work is being done which 
deserves to be imitated in the old country, and its importance 
in a new and thinly populated country like the United States 
cannot easily be over estimated. We have no doubt that the 

sibility of running a locomotive continually and regularly 
9 distance of 182 miles will only give an additional stimulus 
to our American friends ; and so, if we do not mind what we 
are about, we shall have some enterprising Yankee coming 
among us and bringing with him his own engives and cars, 
and running re ly from London to Live: 1 in four hours, 
while we are debating whether it is possible to design an 
engine which can run for four hours without stopping and 
without a breakdown. Not the least remarkable feature in 
the working of the train to which we have referred is the 
circumstance that the engines make continuous runs of four 
hours without heating, or getting the tubes so choked up that 
they cannot keep steam. We commend the facts to the atten- 
tion of our railway men.—The Engineer. 








Circulars of Inquiry of the Master Mechanics’ Asso- 
ciation. 


The following committee circulars have just been issued : 
PURIFICATION OF FEED-WATER. 

The committee appointed at the last convention of the 
American Railway Master Mechanics’ Association to investi- 
gate the above subject, and ascertain the most cers meth- 
ods icr the treatment and improvement of feed water by 
chemical or mechanical means, and for the prevention of in- 
crustation, beg your earnest consideration of the following 
questions : 

ist. What means, if any, have you adopted for the improve- 
ment of feed-water for locomotive use ? 

2d, Can you sugest -"~ method of depuration that would, 
in your opinion, improve the water on the line of your road ? 


. ou recommend the use of rain and surface water, 
wherever it can be gathered in reservoirs or otherwise ? 
4th. Have you thoroughly any means to remove old 


formations, and to prevent the accumulation of new, and what 
would you advise ? i 
5th. What “boiler eompound,” if any, de you recommend 
for the removal and prevention of iicrustativu ¢ 
The committee earnestly seamen the benefit of your expe- 
rience in any experiment conducted by yourself or others un- 
der your observation, and all information upon this subject, 
given in detail, will be thankfully received and appreciated. 
We especially request the contribution of specimens of in- 
crustation for analysis, which please label with name of road, 
and mileage of engine in which they accumulated ; also, please 
send, if ble, analyses of the water used in engines on 
our road, name of place from which it was taken, and its ef- 
‘ects upon your boilers. Respectfully, 
H. A. Towns 
Northern Pacific and Lake Superior & Mississippi Railroads, 
CoLemAN SELLERS, Philadelphia, 
H. Exxiorr, 
Ohio & Mississippi Railway, 


Wm. Wixson, 
Chicago, Burlington & Quincy Railroad, 
H. F. Fanues 
Atchison, Topeka & Santa Fe Railroad, 
Commi 













































LOCOMOTIVE BOILERS. 


At the last an nual convention held in Chicago, the under- 
signed were ap pointed a committee on 


‘* HE BEST MATERIAL, CONSTRUCTION, OPERATION AND MANAGE- 
MENT OF LOCOMOTIVE BOILERS.” 


1. Please give the committee the result of your experience 
of the material used in locomotive boilers; if using steel 
boilers, how they compare with iron; if any defects, state what 
they are; if using iron boilers with steel or copper fire-boxes, 
state the advantages or defects of one material over another, 
also the effect of burning bituminous or anthracite coal in the 
fire-boxes and on the tubes. 

2. In construction of boilers, state your views of the thick- 
ness of sheets of steel, iron and copper that will give the best 
results in durability and gafety in locomotive boilers and fire- 
boxes, also the proper width of water-spaces, sizes and dis- 
tance from center to center of rivets and stay-bolts, sizes and 
position of braces to obtain the best results; the objections, if 
any, in using large sheets in boilers; also the advantage of a 
large smoke box, if any benefit, in what way and why a bene- 
fit? Give a description on any attachments to the boiler, 
such as water gauges, low-water alarms, pressure gauges, 
&c., stating whether of any utility or otherwise; also give 

our views of the correct method. of attaching the frame 

races to boiler, and their proper position on waist of same. 

8. In operation of locomotive boilers, state what you con- 
sider a safe boiler pressure for locomotives; alsu state any 
see gin in mode of operation of the boilers that you find a 

enefit in steam, 

4. In maintenance of the boiler, state what you consider the 
life, or length of time a locomotive boiler can be used vith 
safety; also state what part of the boiler first shows defects, 
and the best means of remedying the defects. How often do 
you think it advisable to take out the tubes to clean and ex- 
amine inside of boiler? 

The committee wish to make an exhaustive report, and wish 
as full replies as possible; also to have drawings of new de- 


signs 
The answers to this circular should be returned to this com- 
mittee not later than January 15, 1875. 
Jas. M. Boox 
Pittsburgh, Fort oe & Chicago Railway, 
J. A. JACKMAN, 
Chicago & Alton Railroad, 
Gro. W. Cusxina, 
Late Toledo, Wabash & Western Railway, 
Committee. 
Address replies to James M. Boon, Fort Wayne, Ind. 


SIGNALS. 
The committee appointed by the American Railway Master 
Mechanics’ Association to report on the 
“BEST SYSTEM OF SIGNALS FOR OPERATING RAILROAD TRAINS—TO 
INCLUDE TRAIN HEAD SIGNALS, TRAIN TAIL AND SIDE SIGNALS, 


SWITCH SIGNALS, AND APPLIANCES FOR INDICATING THE SPEED 
OF TRAINS,’ 


would respectfully request you to reply to the following ques- 


tions: 
Signals for Operating Trains. 
First.—What is the best system of signals for operating 
trains, of which you have knowledge ? 
Second.—Where are they in use 
Third.—How long have they been in use ? 


Train Head Signals. 





p tee. 
Please address your reply (not later than Feb: 15, 1875) 
to , H. A. Towns, St, Paul, Minn. 


different colored flags by day and Mey by night? Ifso please 
state what they are and the method of using them. 


First.—Do you know of any other or better signal than the 

























































































Seen ae oe eT —= 
LOCOMOTIVE RETURNS, MARCH, 1874, 
Master Mechanics of all American railroads are invited to send us their monthly reports for this tale. 
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Train Tail and Side Signals. 
First.—What are the best tail and side signals? How are. 
they used upon freight trains? How upon passenger trains? 


3 SWITCH SIGNALS. 

fot sa nan kind of a signal do you use by day? What by 
night 

Second.—Do you not consider it important that all switches 
on the main track should be lighted) 


Appliances for Indicating the Speed of Trains. 

First.—Have you used such an instrument, or do you know 
of one used by others? If so, please state to what parts of an 
engine or train it is applied, and what are the results of its 
operation. 

Please make your replies to these questions as complcte a8 
possible, and forward them before February 10, 1875, that the 
Committee may make a satisfactory report. 

Respectfully, 
Joun THompson, Eastern Railroad, é 
A. B, Unperniti, Boston & Albany Railroad, 
Joun Ontron, Great Western Railway, _ 
Address replies to Jonn THompson, Committee. 
Master Mechanic Eastern Railroad, East Boston, Mass. 
LOCOMOTIVE AND TENDER WHEELS. 

Tho undersigned, a Committee of the American Railway 
Master Mechanics’ Association, to whom was referred the sub- 
ject of ‘Locomotive and Tender Wheels,” respectfully call 
your attention to the accompanying series of questions, and 
solicit such mformation as you may be able to furnish on the 
topics therein embraced. 

t is obvious that to enable the Committee to presents ré- 
= that shall possess any real value, they need to have “7 
ore them statements from as many sources as possible, an 
that these be as full and accurate as practicable. 2 

The Committee hope you will a favor them with re- 
plies to their interrogatories, as complete and definite as we 
sible. In respect to circumstances of breakage or remov' all 
tires, or breakage of tender or truck wheels, they espec y 
desire full information. In order that the Committee may - 
time to complete their report, it is absolutely necessary 5 
the replies should be received as early as the first of " 
1875, 


Questions Relating to Locomotive Driving- Wheels and ire. 
1. Have any steel tires broken while in use on your the 
If so, under what circumstance did it occur? Please give the 
methods of securing the tire, the nature of the fracture, 
probable cause, ete. ed from 
2. Have any steel tires on your road been remov ‘dered 
wheels, on account of being worn so thin as to be — a 
unsafe? If s0, what thickness were said tires when iMtety? 
moved, and what indications caused you to doubt __ other 
8. Have you in use upon your road any driving-whee ~ 
than the ordinary cast-iron center, with the tire “' the 
shrinkage? If 80, please give the maker’s name, and & 
success you have had with the same? wheels 
Questions Relating to Locomotive Truck and Tender . 


4. What kind of truck wheels are in use on your i give 
5, Have any truck wheels broken on your road? £ p 
the maker’s name, and the probable cause of breakag * ware 
6. Give the number of wheels of different manu 7 inde, 
use on your road, and the mileage made by the differe 
as far as a. ei 
ery respect . Railroad. 
pe N. 9 Northern (N. oo am 9 
G. W. Strarron, Pennsylvania Railt ton & 
8. A. Hopeman, Philadelphia, Wilm 
Baltimore Northern 
Please address your replies to James N. LAUDEs, 
Railroad, Concord, N. H. 
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